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Continued work along the lines of 
systematizing car-cleaning service 
emphasizes the desirability of im- 
proved records in many cases. The tendency toward put- 
ting this upon a piece-work basis, or at least upon a founda- 
tion of stated daily accomplishment per employee, makes it 
necessary to keep a complete card record or log of rolling 


EFFICIENCY IN 
CAR CLEANING 


stock handled so as to insure that the company receives the 
specified minimum and that cars shall be passed through 
the cleaning division at the proper time. The work must 
be planned, just like any other job in the shop, if it is to be 
handled with economy and dispatch. An aid to the work 
of inspection is the posting of the names and hours of 
service of all men employed as car cleaners in every car- 
house. Persons employed to clean cars on an efficiency 
basis should not be withdrawn to other work except in 
unusual emergencies. The cleaning of pits may properly 
be put in charge of the force handling the rolling stock. 
It has been found in a great many cases that the foremen of 
carhouses possess only the most general information regard- 
ing the detailed cleaning work accomplished in any stated 
period and the specific jobs immediately ahead are fre- 
quently uncertain. Even if the “tools” required are few in 
such work, clearly defined duties must be set forth for the 
benefit of all department employees concerned, and the 
results of time studies must find a place in a standard 
system of requirements and recorded routine work per- 


formed on the system. 


One of the large steam railways 
operating out of Chicago, the Chi- 
cago & Northwestern system, has 


COMMUTER RATES 
IN CHICAGO 


imitated the action of Eastern lines in announcing an in- 
crease in suburban rates of fare. According to the state- 
ment of an official of this company, the increase follows a 
careful canvass of the situation during the last six months 
which led to the conclusion that the suburban service 
yielded a deficit. As the suburban service furnished by 
steam railroad companies is the part of their operations 
which is most like interurban electric railway service, the 
action is of interest. The argument which is made to jus- 
tify advances in commutation rates by steam railroad sys- 
tems which reach New York City either directly or by 
ferry is that the terminal expense is so heavy that it must 
be paid by commutation travelers, either proportionately or 
in larger part than has been the practice in the past. While 
questions of cost as between different classes of service 
are necessarily matters involving a partial estimate, the 
rates for commutation service are in fact considered in con- 
nection with the other revenues of a system. If, as in the 
case of the steam railways generally, there is a legislative 
or other requirement that passenger rates shall be reduced 
and freight rates not be increased, no matter what changes 
in costs of operation take place, the railways are driven to 
make such changes as they can control. Therefore, while 
the 2-cent fare laws have increased in number and the regu- 
lative commissions have plainly indicated their disapproval 
of advances in freight rates, the commuter has been called 
upon to make good a share of the general increase in oper- 


ating costs. 
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A number of specifications for dif- 
ferent kinds of electric railway ma- 
terial which we have seen recently 
general, to make the 


SIMPLICITY IN 
SPECIFICATIONS 


illustrate a tendency which is becoming : 
specifications cover not only the performance in service of 
the material in question but even in detail the processes of 
its manufacture. This custom has naturally grown with the 
gradual elimination of the personal element existing be- 
tween purchasers and small manufacturers, who were oe 
ognized as depending for their sales solely upon the quality 
of their output. Such specifications, when they are applied 
to standard material like rails, and when they are made 
up by the co-operation of a number of expert users of the 
material, can be standardized and used even in printed 
form. . However, for material which may have to meet 
unusual conditions and is purchased in comparatively small 
quantities, it is decidedly better to make the specifications 
as simple as possible and, in fact, limit them to cover only 
one vitally important point. An example of this is found 
in the specification under which steel wheels are purchased 
by one heavy electric traction system. The only clause in 
this specification is that no cracks are to develop in service 
Nothing is said about the chemical composition or meth- 
ods of rolling the wheels, and their wearing quality is a 
matter which if neglected by the manufacturer shows up 
very promptly in service to the detriment of future sales. 
The specification, as it works out in practice, does not re- 
sult in the condemning of wheels for small and unimportant 
flange cracks which can be turned out. Under these cir- 
cumstances the superintendent of car equipment passes 
wheels, but no opportunity for dispute can occur for the 
reason that it is distinctly understood that he is the final 
arbiter in the matter. 


How to win a strike, or rather how 
A STRIKE 


THAT FAILED not to have one, is told in the ac- 


count on another page of an unsuc- 
cessful attempt to tie up the lines of The Milwaukee 
Electric Railway & Light Company. Upon the appearance 
ef the Amalgamated organizer in Milwaukee last December 
the management took steps to meet and counteract his 
activities at every step. His efforts to stir up trouble among 
the trainmen were made fully known to the public, and 
they and the trainmen were fully advised as to the methods 


of the organization and the results of its work in other. 


cities. So far as there was any complaint among the men 
or anything more which the company could do for them, the 
cause for complaint was removed, and the company showed 
in many practical and substantial ways its interest in the 
welfare of its employees. Five months’ effort had gained 
for the cause of the union but few adherents. Neverthe- 
less, there were constant boasts as to the hundreds of car- 
men who had joined and almost daily threats of the dire 
results that would follow a refusal to “recognize the union.” 
At no time did the company attack unionism. It simply 
refused to have any agitators in its employ or to confer 
with their representatives, and the union threats and de- 
mands were met by unfaltering refusal to entertain them 
in any way. When the union organizer was finally forced 
to action rather than to interviews, it developed that only 


twenty-six men were sufficiently unionized to answer the 
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strike call, The press and public, thoroughly informed as 
they were as to the merits of the controversy, lent no aid 
to the strike, and even organized labor quickly abandoned 
its support. There was no strike worthy of the name in 
Milwaukee, because the railway management made caretul 
and intelligent provision against trouble, not by plans for 
running its cars if its men went out, but by making it 
reasonably sure that they would not strike because they 
had no reason to do so. With a body of employees that 
has been treated fairly and considerately and a public 
opinion convinced that this is the case, it has been shown 
in Milwaukee that street railway labor troubles are not to 
be feared, because they can be wholly avoided. The city, 
no less than the railway company and its men, is to be con- 
gratulated upon the result. 


THE PROPOSED 3-CENT PIECE 


During these times of political excitement to determine 
who will win the electors at the presidential primaries now 
being conducted throughout the country the thoughts of 
our national legislators at Washington have been far more 
upon the contests being waged in their respective states than 
upon the work in hand at Washington. This is the only 
excuse which we can suggest for the passage through the 
House of Representatives in Washington of the 3-cent coin 
bill introduced by Representative Bulkley, of Cleveland. In 
his opinion, and in that of Mayor Baker of Cleveland and 
Mayor Whitlock of Toledo, this sum is adequate for the 
payment of street railway fares generally, and for this 
reason these gentlemen believe that the coinage of a piece 
representing such value should immediately be begun by 
the United States mints. After its passage by the House 
the bill was introduced in the Senate by Senator Pomerene, 
of Ohio, who requested that it should be considered by the 
Senate committee of standards, weights and measures, but 
instead it was referred to the committee on finance, of 
which Senator Penrose is chairman. 

We hope that this committee will consider carefully the 
serious objections to the bill as well as the unsoundness of 
the arguments in its favor. Of the latter, the principal 
claim urged by Mr. Bulkley and its other sponsors, when 
it was before the House committee, was that it will facili- 
tate the payment of 3-cent fares on street railways, and 
consequently that it will hasten the general adoption of that 
rate of fare. But unless the advocates of the measure can 
show that the passage of the act will also immediately 
reduce the operating expenses and fixed charges of the 
electric railways by 40 per cent, we do not see how the 
companies can make any such reduction and yet keep out 
of the hands of receivers. A 5-cent fare is far from 
sufficient in many cities now to pay for the service given. 
But there seems to prevail in Cleveland, and to a limited 
extent elsewhere, a belief that the sum of 3 cents has been 
endowed by Providence with the mysterious power to be- 
come adequate in all cases as payment for any and all 
services which may be rendered by a public utility com- 
pany. Thus we understand that Mayor Baker of Cleve- 
land is now advocating the adoption of 3 cents as the 
proper commercial rate per kilowatt-hour to be paid for 
electric lighting. 


nL a 


WAY IT, I9O12.| 


But, while there is no good reason, so far as we know, 
to warrant the coinage of 3-cent pieces, there are some 
very positive and real objections to the plan, or, in fact, to 
any serious change in the present system of number and 
size of coins issued by the government. Thus, in spite of 
the claim made by the advocates of the bill that it would 
not interfere with the operation of counting and slot 
machines, we believe, and this belief is founded on the 
testimony of manufacturers of such machines, that the 
addition of a new subsidiary coin to the currency would 
undoubtedly cause considerable trouble. The number of 
these machines in use has increased enormously during the 
past ten years, and the mechanism of all of them is based 
upon the present system of coins. The manufacturers say 
that the diameters of the present coins are really too nearly 
alike for the best results now and that the adoption of a 
new coin of small denomination, or any material change in 
the sizes of the present coins, would not only complicate 
the design of machines of this character but it would prob- 
ably render obsolete many of those now in existence. 

The bill, as passed by the House, provides not only for 
the coinage of 3-cent pieces but a'so for ™%-cent pieces, and 
while no one even in Cleveland, so far as we know, has 
suggested that a '%4-cent piece is sufficient to pay a street 
railway fare between any two points within the limits of 
Cleveland, the part of the bill relating to the coinage of 
t4-cent pieces has aroused opposition in other quarters. It 
comes especially from the publishers of the daily news- 
papers which are now sold for 1 cent, and they express 
the fear that the introduction of the new coin will be the 
beginning of the '4-cent daily newspaper. This is an inno- 
vation which is not welcomed in newspaper offices during 
the present reign of high prices, so that the bill now before 
the Senate may have a troublesome career before it is 
finally passed, if that event should ever occur. 


THE COST AND EFFECT OF EXTENSIONS 


In our issue of April 13, 1912, we published an abstract 
of a discussion by Henry J. Davies, secretary and treasurer 
of the Cleveland Railway, on the subject of extensions of 
that system. Mr. Davies pointed out the difference be- 
tween the policy of the old company, which was a private 
corporation transacting business for profit without any 
greater degree of public supervision than is customary in 
most cities, and the present company, whose entire opera- 
tions are controlled in detail by the city authorities and by 
the terms of an ordinance which leaves practically no room 
for flexibility. The importance of the subject is such that 
we call further attention to the tendencies revealed by the 
practices in Cleveland and recommend their application in 
other cities where the construction of extensions has been 
planned in the past with enthusiasm and without due regard 
to the financial results of operation. 

The effect of the present Cleveland ordinance is that no 
extensions can be made from earnings and none can be 
capitalized without the consent of the city. If a suburban 
extension should be built, the company would not be en- 
titled to interest upon its cost unless the city had agreed to 
the necessary capital expenditure. It is essential, therefore, 
that an undertaking of a suburban extension should be 
profitable from the beginning in order to avoid interference 
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with the profits and rate of fare on the city lines. The 
plan of past development by which the earnings of old and 
new lines were merged so as to permit the company to 
use its revenue from the settled portions of the city to 
overcome the deficit resulting from the initial operation of 
new lines is abandoned. Not only is no encouragement 
offered to the company to build new lines, but it is prac- 
tically prohibited from the continued exercise of that char- 
acter of enterprise which has done so much to decentralize 
population and to build up healthy outlying districts in and 
near large cities of this country. It would be easy to decry 
the passing of this form of enterprise, but a conservative 
policy in the construction of new lines undoubtedly pro- 
‘ects the net earnings better than the free-handed policy 
which has prevailed in most cities. 

The contract which has been made by the present Cleve- 
land Railway for the construction of one road to be op- 
erated at a fixed fare by the city system is unique and 
will protect the company against any possible loss. Under 
this arrangement the North Randall Railroad Company 
obtains a right-of-way and franchise to operate a railroad 
extending about 4 miles from the end of the Broadway 
line of the Cleveland system. The North Randall company 
grades the right-of-way, builds necessary culverts, bridges 
and fences, lays 80-lb. T-rails, erects poles and wires, ete., 
all subject to the approval of the engineer of the Cleveland 
company and the city street railroad commissioner of 
Cleveland. At any time within twenty-five years the Cleve- 
land Railway has the opportunity to buy the road at cost 
plus 10 per cent. The Cleveland Railway is to have all the 
income’ and to pay the North Randall company from the 
earnings 6 per cent upon the investment of that company 


‘in the road, provided that the Cleveland Railway shall not 


lose on the operation. The North Randall company gives 
the Cleveland Railway a bond to protect it against loss in 
operation of the road. The cost of operation is defined 
clearly and includes all possible costs, including taxes and 
interest upon the value of the cars that may be used, Any 
earnings above 6 per cent are to be divided between the two 
companies in equal parts. Fares are to be fixed by the 
North Randall company, but no fare shall be charged with- 
out the consent of the city street railroad commissioner 
which will yield more than enough to pay the cost of 
operation, including interest. 

We do not know that this plan is practicable of adoption 
in its entirety where city partnership, which assures pro- 
tection, is lacking, but it is sure to be successful as a 
safeguard against the dilution of existing earnings by the 
construction of extensions which may prove to be unre- 
munerative after the investment is sunk. It places the 
risk on the one who, as Mr. Davies mentions, is the chief 
beneficiary of an extension in a financial way, the owner 
of the land, whose property is enhanced in value. 

Where the flat rate of fare prevails the extensions of a 
street railway system increase the facilities available to all 
of the patrons of the road, however, and thus minister to 
the public convenience. Unless such extensions create 
enough new business to meet all reasonable expenses and 
charges they become a fixed financial burden on the system. 
If they merely induce settlement that creates rides by taking 
natural traffic away from other districts, they fail to meet 


their share of the burden. 
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The Cambridge Subway 


it : ; oan ‘ I, dition to the 
Des t f the Characteristics and Equipment of the Latest Ad 
ikea ett 3: , : arch at a Total Cost of About $12,000,000, the New Line 


Elevated Railway Company—Opened in M 


Rapid Transit System of the Boston 


Virtually Effects Striking Reductions in Running ‘Time Between Outlying Suburbs and the 
; City Proper—Architectural and Engineering Features of the Installation 


The opening of the Cambridge subway on March 23 
marked the beginning of a new transportation era for the 
suburban cities and towns lying at the west of the New 
England capital. Since service was begun on the original 
elevated lines in Boston in 1901 between Dudley Street and 
Sullivan Square a comprehensive plan of rapid transit 
development has been under way, but until the establish- 
ment of the Cambridge subway service this development 
has been confined to the city limits of Boston proper, and 
has been carried forward mainly along north and south 
lines with the exception of the East Boston tunnel for sur- 
face cars, which was opened to traffic in 1904. The Boston 
rapid transit system now consists of the Tremont Street 
subway, completed in 1898, the north and south elevated 
lines with a loop through Atlantic Avenue, the East Boston 
tunnel, the Washington Street tunnel, opened in 1908, the 


Multiple-unit trains of from two to four cars each are 
operated on the route by the direct-current, third-rail sys- 
tem of distribution, power being supplied through the Ken- 
dall Square substation of the company’s new alternating- 
current system as well as from the existing direct-current 
generating plant near Harvard Square. Including two 
stops, the running time between Harvard Square and Park 
Street, Boston, is eight minutes, the former surface car 
schedules requiring twenty-five minutes under favorable 
conditions. 

The Beacon Hill section of the new underground route, 
from Park Street to the tunnel portal near Charles Street, 
Boston, was built by the Boston Transit Commission, which 
has constructed all the underground rapid transit tubes in 
the city of Boston. The elevated section in Boston, the 
approaches to the West Boston bridge and the subway in 


—— 


Se 2) 18 ARLiWe up a CARBINE 


Cambridge Subway—Unloading Platform from Boston, Showing Inclines to Surface Cars and Exit to Street 


Forest Hills extension of the elevated division, opened in 
1909, and the Cambridge subway, connecting the Park 
Street station of the Tremont Street subway with Harvard 
Square, Cambridge. The total investment in these trunk 
lines approximates $100,000,000, and still further additions 
are in sight through the commitment of the company to the 
extension of the Cambridge subway eastward to the South 
Station and thence to Andrew Square, Dorchester, also the 
approaching inauguration of surface car service to and 
from East Cambridge via a new elevated structure and 
viaduct crossing the Charles River dam, and the pending 
extension of the elevated lines easterly from Sullivan 
Square to Everett and Malden. In all cases the surface 
car service is closely articulated with that given by the 
elevated and underground lines, so that, in general, pas- 
sengers moving in a given direction have the privilege of 
free transfer between the various branches of the service, 
and have accorded to them the maximum flexibility of 
travel at minimum cost to themselves. 
GENERAL CHARACTERISTICS 

As briefly outlined in the issue of March 30, the new 
underground line is a double-track subway about 3 1/6 
miles in length, a short section, about % mile in all, being 
composed of elevated and surface tracks upon private 
right-of-way crossing the Charles River Basin at the foot 
of Beacon Hill via the so-called West Boston bridge. 


Cambridge, including stations at Kendall, Central and 
Harvard Squares, approaches, yards and shops at the last 
point, were built by the Boston Elevated Railway Company. 
The distances between stations of the new subway are as 
follows: : 


; : ; Miles 
Park Street to. Kendall Syuste. ce... so. occa Reena ee 1.27 
Kendall Square to Central Seudres..5..i <2 s0duee eee 96 
Central Square to Harvard Sometecws.. 1... <svsuceamoeeen ae .97 

Total, Park Street to Harvard Square. ...<:.<..s0. «ese en 3.20 


The entire line is characterized by moderate grades and 
easy curves, there being a total deflection of slightly under 
156 deg. in the Cambridge section and a length of tangent 
track of 61.4 per cent. The subway and tunnel sections are 
of reinforced concrete construction, 192,000 cu. yd. of 
concrete being required. A total of 3900 tons of structural 
steel was used, and about 8135 tons of steel reinforcing 
bars were placed, including the Cambridge and Boston por- 
tions of the line. About 59.5 per cent of the Beacon Hill 
tunnel route is tangent track. The maximum grade upon 
train tracks is 3 per cent, this covering a portion of the line 
upon the West Boston bridge approaches and inside the 
portal of the Beacon Hill tunnel. The greatest depth of 
the bottom of the Beacon Hill tunnel below the surface is 
100 ft., this occurring at a point slightly east of Mount 
Vernon Street, the top of the rail being 93 ft. below the 
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surface. » dgythe Cambridge section the greatest depth of 
the bottom ef the subway below the surface is about 45. tt., 
tear the intersection of Dana Street and Massachusetts 
Avenue, the rail being 41 ft. below the street. In the Cam- 
bridge section the minimum height of the ceiling above the 
top of the rail is 1434 ft. and the minimum inside width of 
the two-track subway section is 25 ft., the inside width of 
the Beacon Hill tunnel being not less than 26 ft, The mini- 
mum depth of the top of the rail below the surface occurs 
at Kendall Square, this being 19.5 ft. Of the Boston sec- 
tion, 1380 ft. is wholly or partly under buildings; about 650 
ft. is under Boston Common and 456 ft. under cross streets. 
In the Cambridge portion 460 ft. of the subway is under 
buildings. ; 
ROUTE 

As indicated in the accompanying map, the new line be- 
gins at Park Street, Boston, practically at right angles to 
the Tremont Street subway and below the present subway 
station on Boston Common, passes diagonally under Beacon 
Hill at the west of the State House and emerges at the sur- 
face near the intersection of Charles and Cambridge 
Streets, crossing the Charles River by direct route through 
a right-of-way reserved in the above-mentioned bridge 
floor. It then descends by an incline to the Kendall Square 
underground station, follows Main Street, Cambridge, to 
Massachusetts Avenue and Central Square station, and 
thence extends beneath Massachusetts Avenue to Harvard 
Square station. Southwest of the latter point the company 
has built an extensive yard and shop installation for the 
storage and inspection of rolling stock, this feature of the 
system haying been described in the issue of March 30. 

At Park Street short stairways connect with the platforms 
of the upper subway station, affording quick connections 
with cars moving north and south. At Kendall Square 
accessible connections are made with surface cars operating 
in the Hampshire Street, Broadway and Main Street sec- 
tion of Cambridge, and a large and growing manufacturing 
area is brought by this station into immediate contact with 
the retail business district of Boston. At Central Square 
connections are made with cars serving portions of Brighton 
and Somerville, Allston and lower Cambridge, and at Har- 
vard Square a large underground transfer station has been 


Cambridge Subway—Surface Car Terminal Platform at 
Harvard Square 


built, There is provision here for free bodily transfer 
without checks between subway trains and surface cars, 
the trackage arrangements providing for the routing of 
surface cars through the underground station past loading 
and unloading platforms connected with the train platforms 
by short ramps. The surface cars passed through the Har- 
vard Square station serve the outer sections of Cambridge 
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and other suburban municipalities where connections are 
made for other points from ro to 20 miles from the heart of 
Boston, 
PARK STREET UNDERGROUND STATION 
The Park Street station is the busiest on the entire sys- 
tem, and the arrangements for Cambridge service through 
the Beacon Hill tunnel were made without interrupting 


Somerville 


Harvard Sas 
Station 


Cambridge Subway—Route and Connecting Surface Lines 


traffic. The lower level station for Cambridge trains con- 
sists of two unloading platforms, each 350 ft. long, and an 
island platform trom which the outward-bound trains are 
loaded, a double crossover being provided at the west end 
of the station to facilitate the return of trains to Cambridge. 
The unloading platforms are from To ft. to 12 ft. wide, and 
the loading platform is from 18 ft. to 30 ft. in width, taper- 
ing from the center toward each end by gradual curves. A 
signal and switch tower is located at the west end of the 
station to control the movements of trains in and out of 
each side. Each of the unloading platforms is connected with 
the north-bound and south-bound platforms of the upper 
subway station by two short stairways, and at the east end 
of each unloading space a stairway leads upward to the 


Cambridge Subway—Portal at East End of West Boston 
Bridge 


street. On the north side of the station a Reno double-file 
escalator with a rise of 36 ft. leads directly to the street, 
and on the south side a Type “A” Seeberger escalator hav- 
ing a 29-ft. rise performs a similar function. The latter 
has a capacity of 10,800 persons per hour standing three 
abreast upon steps 4 ft. wide and operates at a speed of 
go ft. per minute. It has oak balustrades and newel posts 
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with inside faces copper covered and is supported upon a current nearer phir LENE Maen aS 
i 50- 550- this point. betwee 
steel frame, the treads being operated by a 50-hp, 550-volt, subway east 0 ar - 
i i helter covering the entrance to and exit trom the 

direct-current motor through worm and spur gearing. The and the s I 
total travel of the moving stairway is 85 ft. The Reno in- subway platforms a loop has been installed for surface cars 
x 1 which terminate their inward trips at this point, providing 


clined elevator, which operates on the tread principle, has 
a capacity of about 7000 persons per hour and is driven by for the discharge and reception of passengers under cover 
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Cambridge Subway—Plan of Park Station and Enlarged | 3 j a Z 
Plan of Entrance Lobby at East End : . 4 , & 2 
tots j g | =! - 
a 25-hp motor through a silent chain and spur gears. Both 3 E z | ll ri 
equipments were supplied by the Otis Elevator Company. °| ts l 3 j a 
At the street level are exit and entrance shelters of neat \ \3 } | i é 
design, glazed as indicated in the accompanying illustra- ‘oe: i | , 
tion. Their location on the easterly sidewalk of Tremont Electric Ry.Journal 


Street enables passengers to take Cambridge trains without and with minimum walking between cars and trains. As 
crossing the thoroughfare, which is one of the most densely shown in the accompanying cross-section, the Central 
occupied in the city, and also tends to reduce congestion Square station has an extreme width of about 8o ft., the 
upon the platforms of the upper level subway station, since a platform edge being overhung about 38 in. facing each 
ticket office and lobby for Cambridge service are located on track. The subway roof is supported on steel columns 
an intermediate level between the sidewalk and the train spaced 15 ft. apart on centers. Three entrance and three 
platform. Although the station is at present a stub-end exit stairways 4 ft. wide are provided. There are also an 
terminal, it readily can be operated as a way station if de- entrance and an exit stairway 6 ft. wide, on account of the 
sired when the subway is extended to South Station. anticipated traffic demands. The station platforms are 
INTERMEDIATE STATIONS sloped slightly away from the tracks to provide for drain- 

The stations at Kendall and Central Squares, intermediate age, the grade varying from 1 in. to 1% in. per foot. With 
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Cambridge Subway—Enlarged Plan of Harvard Square Station, Showing Passageways Between the Levels 
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between the two terminals, each consist of a pair of con- the exception of the stairway arrangement and the substitu- 
crete platforms separated by the east-bound and west-bound tion of: reinforced concrete roof piers for columns the 
tracks. The platforms are from 270 ft. to 300 ft. long and Kendall Square station is similar to that at Central Square 
are connected with the sidewalks above by appropriate HARVARD SQUARE TERMINAL . i 
stairways. At Kendall Square is located an important sub- The Harvard Square station or interchange terminal js 
station, which is connected with the company’s alternating- the most interesting station in the subway. ‘Tt is designed 
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with special reference to the importance of separating 
opposing traffic streams and contains platforms at different 
reeves facie 

mov: gers, cars and trains bound for all 
destinations. The company operates an extensive inter- 
suburban surface car service which is looped through the 


ELECTRIC RAILWAY JOURNAL. 


785 


SURFACE CAR OPERATION 
Surface cars passing through the station make two stops 
in unloading and loading, the platforms for this service 
being separated by appropriate gates. The platform for 


inbound trains at Harvard Square station is 320 ft. long, 
and that for outward-bound trains is 283 ft. in length. The 


Cambridge Station—Exit and Entrance Rotunda at Harvard 
Square 


Harvard Square station, and as each car arrives at the sta- 
tion passengers for points east in Cambridge and for Bos- 
ton destinations alight upon an unloading platform con- 
nected by a short ramp with a loading platform for Park 
Street trains. Passengers desiring to travel from one 
suburb to another either remain upon their cars or alight at 
the proper point on the surface platform, thence boarding 
the required outward-bound car. Thus, a passenger from 
Arlington to Boston travels to Harvard Square upon a New- 
ton car passing through the latter station, leaves the car at 
Harvard Square and continues his trip to Park Street upon 
the subway train. Outward-bound passengers arriving at 
Harvard Square are discharged upon an unloading platform 
above the loading platform level and, after walking along a 
ramp, arrive at a loading platform for outward-bound sur- 
face cars. Passengers alighting from Boston trains have 
the choice between surface car routes in the general direc- 
tion of Arlington or Mount Auburn and leaving the station 
by a stairway leading directly to Harvard Square, with a 
fourth exit to the Harvard College Yard. Stairways are 
used only by passengers who do not transfer between cars 
and trains. The use of inclines tends to accelerate the 
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Square, 


Cambridge Subway—Exit at Kendall 
Surface Car Loop 


movement of passengers along the desired lines and is of 
substantial assistance in preventing platform congestion. 
The station is provided with an emergency exit near the 
middle of the unloading train platform and another exit 
to the surface near Holyoke Street, Cambridge, in addition 
to the exit from the rotunda. 


Cambridge Subway—Mount Auburn Surface Car Incline at 
Harvard Square 


surface car platforms are from about 435 ft. to 472 it. long 
over all, including both receiving and discharging sections. 
In general, the unloading platforms are from Io ft. to 12 ft. 
in minimum width, while the loading platforms have a mini- 
mum width of 20 ft. In practically all cases the platforms 
spread out near the passageways to two or more times the 
minimum width, this being readily accomplished in view of 
the fan-shaped design of the station. The ramps connecting 
the platforms are usually from 12 ft. to 14 ft. wide. The 
main entrance to the Harvard Square station from the 
street immediately above is through an attractive portico of 
oval shape, with 60-ft. and 40-ft. diameters, short stairway 
connections leading thence to the train and surface-car plat- 
forms below 

The surface cars enter and leave the station by inclines 
having maximum grades of 5 per cent. One incline 
extends southwestward to Mount Auburn Street, whence 
cars are operated to and from Newton, Watertown, 
Waverley and Belmont, and the other incline emerges on 
the north side of the station in a triangular parkway 
between Cambridge Common and Harvard University. 
The surface trackage in the Harvard Square district pro- 


Cambridge Subway—Sheltered Exit and Entrance at Park 
Station 


vides for the handling of a considerable traffic through the 
square at the street level, for a minimum difficulty of ap- 
proach and egress for surface cars passed through the un- 
derground station and for close connection between the 
surface carhouse near Eliot Square’ and the subway 


inclines. 
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ARCHITECTURAL FEATURES 

The walls of the subway stations are lined with terra- 
cotta ribbed tile split in half and laid 2 in. thick against the 
concrete wall of the subway. A sanitary base and gutter 
is used at the junction of the wall with the floor, the curved 
surface greatly facilitating cleaning. The base has a 
granolithic finish resembling the floor finish, and above the 
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Cambridge Subway—Typical Cross-Section 


base white-enameled tiles are set in plaster to a height of 
6 ft. The wall above the enameled tiling and the ceiling 
are finished in white cement plaster. The tile trimmings 
are varied with the station. Frames lined with tile are 
provided in the station walls for the reception of adver- 
tisements, and all stations are provided with news stands, 
public toilets and telephone pay stations. The architectural 
dignity of the station entrances and exits is striking. The 
exit from Harvard Square station to the College Yard is 
provided with tiling up to the level of the first landing. 
Facing the second flight is a handsome dark granite finish, 
highly polished, and on the street level, visible from Massa- 
chusetts Avenue as well as from below, appears a lining of 
veined black marble. The entire subway and practically all 
its fittings are of fireproof construction, copper doors, 
newspaper stands, telephone booths and exposed metal 
work being used throughout. There are no floors, partitions 
or sheathings of wood. Excepting the hand rails on the 
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The problem was solved by treating the whole wall surface 
in the Colonial manner resembling the architectural design 
of the Harvard buildings and wall, using waterstruck brick 
and Indiana limestone for balustrades surmounting the 
sides of the incline and placing the statue upon a curved 
platform at the head of the park space. The architectural 
features of the subway and its approaches are the work 
of an advisory commission of Boston architects composed 
of Robert S. Peabody, Ralph Adams Cram, Edward M. 
Wheelwright, Charles D. Maginnis, Charles A. Coolidge 
and Clarence H. Blackall. This board was in frequent 
consultation with Chief Engineer George A. Kimball and 
other officers of the railway company interested in the con- 
duct of the subway construction. In general, the decora- 
tions in the new subway are simple, as the architects’ aim 
has been to keep everything as flat and smooth as possible. 
The entrances and exits are finished with polished granite 
parapets and simple bronze illuminating signs. At the 
west end of the Mount Auburn incline a steel arch carried 
upon tapering steel columns surmounted by electric lights 
is in service, while at the end of the northerly incline the 
lamp-posts only are employed. 
WEST BOSTON BRIDGE 

A prominent feature of the route is the West Boston 
bridge, a combined railway and highway structure 105 ft. 
wide and 1767.5 ft. long between abutments, the total length 
including approaches being about % mile. The bridge 
consists of eleven steel arch spans carrying two highways 
and a central roadbed for subway tracks separated from 
the rest of the bridge by iron fencing. Two tracks for 
surface cars are also carried over the bridge in the road- 
ways. The roadways are each 29 ft. wide, with 1o-ft. side- 
walks on the outside, and the right-of-way for trains 
is 27 ft. in width. The bridge has been in service about 
seven years, and was built under the general direction 
of the engineering department of the city of Boston. It is 
provided with masonry foundations carried on piles driven 
into clay overlying bed rock. 

SUBWAY CROSS-SECTIONS 

A typical cross-section of the Cambridge section is shown 
herewith. The roof, walls and invert are of reinforced 
concrete throughout, the thickness varying from 24 in. to 
30 in. So far as possible the roof was arched, but in 
certain locations the limited cover available necessitated a 
flatroof. The reinforcement and thicknesses were varied to 
meet local conditions. The entire Cambridge portion, with 
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staircases and parts of the ticket booths, turnstiles and signs 
there is no exposed woodwork or inflammable material. 
The introduction of the surface car incline on the north 
side of the Harvard Square station made it necessary to 
relocate an imposing statue which occupied the triangular 
park in front of the Harvard Law School and to create a 
structure harmonious with the university wall and gates. 
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Cambridge Subway—Cross-Section at Central 
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Station 

, 
the exception of a section between Central and Putnam 
Squares, was built in open cut, the latter being constructed 
by a shield. This weighed about 70 tons, traveled on 
eight steel rollers and was propelled by fourteen 
125-ton hydraulic jacks, the latter being supplied 
by electrically driven pumps. Numerous changes were 
required in conduits, gas and water mains and sewers. At 
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the crossing of the subway below the Grand Junction branch 
of the Boston & Albany Railroad the roof of the subway is 
reinforced with 24-in. [-beams and is sufficiently below the 
surface to enable the railroad company’s tracks to be 
lowered 8 ft. in case of a future grade crossing abolition. 
The greater part of the Beacon Hill tunnel was built by a 
roof shield weighing 65 tons and propelled by fourteen 
So-ton hydraulic jacks. The work involved no difficult 
underpinning of buildings as in the Washington Street 
subway. The steel beams supporting the old subway sta- 
tion at Park Street were placed during the night. The 
Park Street station is double-barreled in cross-section for 
about one-half its length, the remainder being single-bar- 
reled to the immediate vicinity of the portal at the west end 
of the tunnel. 
ROADBED AND TRACK 

The roadbed is rock-ballasted throughout, the standard 
track spacing being 12 ft. between center lines. The run- 
ning rails are of 85-Ib. T-section, in 33-ft. lengths, and are 
of a special high carbon, ferro-titanium steel, made by the 
open-hearth process. The third-rail is a low carbon Besse- 
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The litt varies from g ft. to 12 ft. as a rule, the pump 
wells being below the sewer levels in the different localities. 
The pump wells are all of reinforced concrete construction 
and Cutler-Hammer rheostats are generally used. A com- 
mon size of pump is one having a 4-in. discharge, the motor 
rating being 15 hp. A panel installed in each chamber 
provides for the operation of the motor either from third- 
rail or trolley supply as desired. Special catch basins are 
provided at the heads of the inclines to permit the flow of 
storm water directly into the sewers. 

Beneath the Park Street signal tower and at suitable low 
points in the other subway stations a Priestman automatic 
ejector system is in service for the removal of sewage 
from the various sanitary stations. This system is operated 
by air furnished by electrically driven compressors and 
connects with the city sewers at the upper levels. 

POWER DISTRIBUTION 
_An extensive scheme of feeder and third-rail sectionaliza- 
tion is in service in the subway, the general principles ap- 
plied being those utilized in the Washington Street tunnel. 
Power is supplied to the third rails from the Harvard power 
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Cambridge Subway—Plan and Cross-Sections of Harvard Square Station 


mer, of the same section as the former, carried on insulators 
supported on every third tie, the joints in the running rails 
being of the Weber type. Two 350,000-circ. mil copper 
bonds are provided at each joint in the track and third 
rails. Seventeen yellow-pine ties are installed per rail 
length, the majority of the ties being treated with preserva- 
tive material. Over each track is hung a No. oo B. & S. 
trolley wire of round section to facilitate the movement of 
construction and repair cars at night after the third-rail 
supply has been cut off. Safety niches 10 in. deep, from 
24 in. to 30 in. wide and 6 ft. 34 in. high, spaced 20 ft. 
apart on centers, are built in the subway walls on each side. 

The drainage of the subway is provided by a gutter 
carried down the center line of the invert, movable sections 
of inverted semi-round pipes being installed to protect the 
gutter. Holes in the sides of the pipes provide for the 
ingress of water. Six electrically operated pumping plants 
are in service, the majority of the equipments consisting of 
Lawrence centrifugal pumps individually driven by 600-volt 
direct-current motors controlled by automatic float switches. 


station and from the Kendall Square substation, I'rom the 
former one 1,500,000-cire. mil and three 2,000,000-cire. mil 
cables are run in ducts to a pair of distributing centers in 
the Eliot Square train yard. From these centers taps con- 
trolled by knife switches lead to the various third-rail sec- 
tions in the yard, supply the trolley circuits in the car 
house for subway trains and furnish current to the cross- 
over tracks at the west end of the subway beyond the 
Harvard Square station. The two sides of the subway 
proper are fed independently by cables carried in ducts 
beneath the foot walks at the side of the roadbed, and the 
third rails are divided into numerous sections connected by 
jumpers controlled by knife switches, taps being taken from 
the main cable on each side to the third-rail sections for 
normal feeding. The short sections of third rail at the 
cross-overs are divided into two electrically insulated parts 
so that the occurrence of trouble on either side of the sub- 
way will not interfere with the supply of energy on the 
other side unless the trouble is sufficiently serious to shut 
down the power house or substation. At Harvard Square 
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and Kendall Square stations are located switch rooms con- 
trolling the distribution of lighting service throughout the 
subway, and at these points arrangement has been made 
for the tying together of the third rails on the opposite 
sides of the subway in case of trouble on a feeder on either 
side. No current is supplied to the Kendall Square-Park 
Street section from the feeder system in the original sub- 
way, all the service being handled from Kendall Square 
substation. This renders the Cambridge subway inde- 
pendent of any conditions arising in the Boston network 
proper. The direct-current supplies from Harvard power 
station and Kendall Square are normally operated in mul- 
tiple. Trolley taps are taken from the general feeder 
system of the subway, through appropriate controlling knife 
switches, 
LIGHTING 

The subway proper, stations, entrances and exits, are 
admirably lighted, 25-watt tungsten lamps being extensively 
used around platforms. The lighting circuits are designed 
to maintain continuous service under all conditions which 
can be anticipated. All lamps west of Central Square are 
supplied normally from feeders run through the subway 
from Harvard power station, there being a switchboard at 
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equipped with large Howard clocks with illuminated dials, 
the standard equipment consisting of five 4-cp, 25-volt lamps 
‘n series with four 16-cp lamps on the platform adjacent. 
Above each platform edge a row of tungsten lamps has 
been installed, the usual height being 12 ft. above the floor. 
The lamps in the subway proper are spaced 48 ft. apart, the 
bulbs on the opposite sides of the subway being staggered to 
give a minimum interval Or a2a ie between lamps. The 
lamps nearest each track have been equipped with tin shields 
to protect the eyes of motormen approaching them. Several 
five-lamp fixtures are in service at the heads of the inclines 
and on posts at the Harvard Square portico. 
All the lamps installed are fitted with special porcelain 
outlets designed and patented by John Hamilton, of the 
railway company’s department of wires and conduits. These 
are known as “HK” outlets, and were built for the com- 
pany by C. S. Knowles, Boston. The outlets were designed 
for Boston subway and tunnel service after the company 
had had a large amount of trouble from grounds and short 
circuits with the usual metallic fittings, due to corrosion of 
metal covers and shells and the breaking down of insulation 
in the ordinary forms of sockets and receptacles. The 
outlet now used consists of a combination of receptacle 


Cambridge Subway—Side View of Car, Showing Location of Entrance and Exit Doors 


Harvard Square station from which the installation is con- 
trolled. The rest of the lighting service is similarly con- 
trolled from Kendall Square. Each side of the subway is 
fed independently, and these three sources of supply are 
available: 

A feeder system from the power plant and substation 
busbars, feeders being run through the subway on opposite 
sides, with taps to numerous series circuits of five lamps 
each, fused and controlled from distribution panels in the 
subway niches. 

A special third-rail connection at each distribution box, 
through a knife switch normally closed in circuit with the 
regular lighting feeder. 

Emergency connection through an automatic switch with 
the local service of the Cambridge Electric Light Company. 

In connection with the latter service, if there should be 
an interruption in the feeder supply the automatic switch, 
located on a lighting supply panel in the Harvard power 
station, reverses, and throws the subway lamps and a 
portion of the station lights upon the Cambridge Electric 
Light service. The rest of them are then automatically 
thrown upon the third rail by a solenoid switch located in 
the Harvard Square station. A similar installation at 
Kendall Square subdivides the lighting load of the easterly 
portion of the subway in case of an interruption. Energy 
for the operation of lights and heaters in news stands and 
ticket booths is taken from the third rail by special taps 
installed at each station. 

The lighting of entrance and exit signs is accomplished 
by 8-cp, 55-volt lamps run in series circuits, from one to 
two circuits of ten lamps each being installed according to 
the size of the sign. A special feature has been made of 
the sign design at sidewalk entrances and exits, two 32-cp 
lamps being installed in globes at the post tops, lamps also 
being placed under sign reflectors which shield them from 
the eyes of passers-by. The various station platforms are 


with a box cover, the whole being of one piece of porcelain. 
Three holes are provided for this special service in order 
to insure additional pressure between the box and the 
cover and give increased protection against moisture. In 
one form of the outlet used in the subway a shade is added, 
the latter being readily attached to the fixture with a spring 
shade holder. Another design provides for the use of the 
outlet on tiled walls, in which case the box is set back of 
the tiling. 
SIGNAL SYSTEM 

The subway is provided with an automatic block signal 
system of the a.c. two-rail return track circuit type, which 
was furnished by the Union Switch & Signal Company 
and was installed by the signal department of the Boston 
Elevated Railway Company. There are twenty-seven blocks 
iN service, which vary in length from goo ft. to 1900 ft. 
and average about 1500 ft. Each signal includes both home 
and distant indications, giving the motormen an indication 
of the track for two blocks ahead. The signal consists of a 
four-lens lantern, the two upper lenses being for the home 
indication and the two lower for the distant indication. 
Standard colors of red for “danger,” yellow for “caution,” 
and green for “clear,” are used. Each signal lens is illumi- 
nated by two 4-cp, 55-volt incandescent lamps which are 
connected in multiple. Each signal is equipped with an 
automatic stop, having two levers set in the roadbed, one 
on either side of the track, to engage trip valves of cars in 
case a train should attempt to run by the signal when it 
1s set at “danger” position. Train movements at the termi- 
nals are governed by a.c. electro-pneumatic interlocking 
plants, situated at the west ends of Park Street and Har- 
vard Square stations. At Park Street a six-lever inter- 
locking machine is in service, and at Harvard Square a 
twenty-three-lever equipment is in use. Electric detector 
circuit locking is employed throughout both plants instead 
of mechanical detector bars. Track indicators showing the 
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movement of trains from Park Street to Harvard Square 
are located in the interlocking tower and the starter’s office 
at Harvard Square, and for showing the movement of 
trains from Kendall Square to Park Street a track indica- 
tor is located at the Park Street interlocking tower. Power 
for operating the entire signal system, both automatic and 
interlocking, is supplied from the Kendall Square substation 
where the 13,200 volt, 25-cycle service is stepped down to 
550 volts for transmission through the subway. Smaller 
transformers at each signal supply the track circuit power 
at from I volt to 10 volts and also the light and controlling 
circuits at 55 volts. Compressed air for the entire signal 
system is transmitted through a 3-in. pipe line and is sup- 
plied by compressors at the Harvard and Lincoln power 
stations. The normal working pressure of air is from 85 lb. 
to 90 lb. per square inch. 
OPERATION 

The operation of the Cambridge subway is under the 
jurisdiction of the superintendent of the elevated division, 
H. A. Pasho, with headquarters at Sullivan Square. The 
schedules and train movements are generally supervised by 
the train dispatcher of the elevated division. At Harvard 
Square a starter’s office is located west of the main station, 
and a trainmen’s lobby is situated in an adjoining compart- 
ment. An additional lobby is also located in the Eliot 
Square yard. The starter’s office contains a track indicator 
showing the location of trains in the yard and between 
Park Street and Harvard Square, and the starter remains 
in constant touch with the dispatcher by telephone. Ad- 
vance signals are in service on the platforms at Park Street, 
and at this and the other stations electric gongs controlled 
by the starters and by the towerman having jurisdiction are 
in use. Fixed red signal lamps are installed at the bumper 
posts at the east end of the subway, with additional fixed 
stop signals at the east end of the unloading platform. 

CARS AND POWER STATIONS 

The cars used in the subway have been fully described in 
this journal, together with the new power generating and 
distributing system of the company. In brief, the cars are 
nearly 70 fit. long, 9% ft. wide, and are equipped with two 
200-hp motors each, with Westinghouse unit switch control 
and AMLE electro-pneumatic brake equipment with LE-4 
triple valves. Each car is provided with partitions and 
sliding doors so that one may be converted into a smoking 
compartment. Three doors are provided in the side of each 
car, the doors being operated by compressed air and 
equipped with electric contacts connected with a buzzer 
starting signal in the motorman’s cab. The cars are of 
steel construction and are especially designed to facilitate 
rapid loading and unloading. The main alternating-current 
generating plant of the company is located on the water- 
front at South Boston, and numerous substations connected 
therewith are operated in multiple with the more efficient 
direct-current stations of the system. 

ENGINEERING 

Acknowledgments are due to C. S. Sergeant, vice-presi- 
dent, and George A. Kimball, chief engineer elevated and 
subway construction Boston Elevated Railway Company, 
and to Edmund S. Davis, chief engineer Boston Transit 
Commission, for courtesies accorded in the preparation of 
this article. The principal contractor for the Cambridge 
subway was the Hugh Nawn Contracting Company, Boston, 
Patrick McGovern and Coleman Brothers, Boston, being 
the principal contractors for the Boston connection. The 
actual work of construction was begun in Cambridge on 
July 12, 1909, and the subway was placed in service about 
a year before the expiration of the limit specified by the 
acts of 1906 authorizing its building. The total cost, in- 
cluding all equipment and connections, was $11,750,000. 


The new carhouse of the Louisville (Ky.) Railway, which 
is under construction at Twenty-ninth Street and Broad- 
way, will have shower-bath provisions. 
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MILWAUKEE'S STRIKE THAT FAILED 


Monday evening, April 29, at 5:30, twenty-six motormen 
and conductors of The Milwaukee Electric Railway & Light 
Company left their cars on the street, taking the controller 
handles with them. At 6:30 normal service had been re- 
stored, and thereafter the newspapers used quotation marks 
in referring to the “strike,” Tuesday’s papers stated that 
“the strike was a joke” and that it had “caused no more 
inconvenience to the public than the blowing out of a fuse.” 
Within a few days “union headquarters” had been 
abandoned, and the Amalgamated leader had flown, 

This conclusion followed the five months’ efforts of the 
Amalgamated Association, represented by one of its leading 
executive board members, Edward McMorrow, to organize 
the carmen of Milwaukee. Discharge of agitators and 
refusal to deal with those who joined the Amalgamated 
local led two weeks ago to an interview, brought about by 
the Mayor of the city, between the management and the 
union men. At this meeting the company reiterated its 
refusal to have any dealings with an organization which, it 
claimed, did not represent more than a handful of its men. 
The support of the Federated Trades Council was then 
sought and, upon the assertion that the Amalgamated local 
had 600 members among the carmen, the Council voted to 
render moral and financial assistance. Three days later 
the leaders admitted that it was a mistake to call out the 
men when only the smallest fraction favored the move. 

After the Federated Trades Council had acted, James 
D. Mortimer, vice-president and general manager of the 
Milwaukee company, stated in an interview published 
April 29 that the claims of the Amalgamated local as’ to 
its membership were ridiculous, that the public was entitled 
to a rest from strike talk, and announced: “He [the union 
organizer] knows that nothing but failure will attend his 
efforts and that a strike call can be taken as marking his 
exit. The public requires that all this discussion shall 
cease, and it is up to the organizer to ‘put up’ now or for- 
ever keep his peace.” 

The evening of the day this interview appeared the strike 
was called, with the result already stated. During the day 
the organizer in charge and the president of the local union 
each referred to the other all inquiries as to what was going 
to happen. There was an evident reluctance to make the 
only move that the company’s attitude left open, but for 
which the union was not prepared. 

Only twenty-six of the company’s 900 motormen and con- 
ductors on duty left their cars. No outside men were em- 
ployed except twenty detectives to guard property. The 
trainmen as a body appeared not to have the slightest desire 
to participate in the strike or to countenance it in any way. 
The press, the general public and even the hoodlum element 
seemed to be equally indifferent to the attempt to make the 
strike call effective. The only support for the trouble 
makers came from the Socialist element and its newspaper 
organ. With both the union organizer had been in close 
affiliation since he made his appearance in Milwaukee. No 
demands ever reached the company except through news- 
paper publication of what the union intended to ask in the 
form of a contract providing for union recognition and an 
increase of wages. ve 

Contributing causes to the utter failure of the strike were 
the way in which the company has treated its men and the 
full publicity given to actual conditions of employment and 
to the efforts of the union organizers to stir up discontent 
when no cause for it existed. A large percentage of the 
Milwaukee carmen have been in employment long enough 
to get the maximum wage of 26 cents an hour. Since 1899 
the company has increased wages six times. On) Janet of 
this year it announced the formation of a welfare and 
mutual benefit association (see Erecrric RAILWAY JOURNAL 
tor Jan. 6, 1912), and since then 1158 of its 1300 employees 
have joined this association. 
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A Combination Terminal and Amusement Pavilion with Unusual Provisions for the Comfort of Patrons—A_ Fireproof 


Addition for Storing Open Cars in Winter 


The Coney Island & Brooklyn Railroad has recently 
completed a terminal building at the Coney Island end of 
the line which is a good example of the ingenious adapta- 
tion of existing conditions to general plans of development. 
This company during the summer months does a heavy 
business to and from Coney Island. Ample terminal facili- 
ties for receiving and discharging passengers had become 
an absolute necessity, and at the place where patronage 
demanded the location of the terminal land was exceed- 


ingly valuable. 
Under the circumstances the usual course would have 


Is Converted Into a Garage in Summer 
facilities as well as unusual conveniences for its patrons, 
in preference to a structure designed primarily as a revenue 
producer. This decision resulted in the structure shown in 
the accompanying cuts. 
TERMINAL FACILITIES 

The terminal proper consists of a set of seven loop tracks 
entering from the ladder track on the private right-of-way 
at the west side of the building. Incoming passengers are 
unloaded on the west side of the building center line, where 
a 6-ft. water jump is shown. A concrete walk extending 
along the outside of the ladder track affords a means for 
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Coney Island Terminal—Front of Building Facing on Surf Avenue 


been to construct a hotel over the site with a concourse 
and space for loading and unloading passengers at ground 
level. However, the conditions surrounding the existence 
of a hotel in a large pleasure resort such as Coney Island 
brought up the question whether the quality of the hotel 
patronage would not in the end repel rather than attract 
the patrons of the electric railway. This matter was made 
the main point at issue. The business brought to the rail- 
way by an attractive terminal was considered, even from a 
purely business standpoint, infinitely preferable to the profit 
which any arrangement might show as a Separate unit. 
For this reason the railroad company decided upon the 
construction of a building which would afford amusement 


the orderly and convenient unloading 
insist upon alighting as the cars slow 
porarily just before entering the loop. 

As the cars are emptied they are moved across to the 
east side of the terminal and are loaded and dispatched 
from there. The outgoing side of the loop is to be pro- 
tected by a second 6-ft. water jump. These two water 
Jumps are not installed at present, as street corner stops are 
made at the adjoining resort, Brighton Beach, so that fare 
collections on the cars are a necessity. However. when 
traffic conditions require it, these water jumps topether 
with gangways or turnstiles, will be installed to protect the 
loading tracks. 


of passengers who 
down or stop tem- 
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The seven loop tracks are spaced on 14-ft. centers, the 
entering cars being distributed to them by a switchman 
stationed near the ladder track. Outgoing cars are directed 
from a dispatcher’s office located over the employees’ lunch- 
room, shown at the northeast cor- 
ner of the concourse. This office 
gives a full view of the whole loo» 
terminal. Its rear opens on a small 
platform which overlooks the em- 
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The concourse at ground level is to be provided with 
benches and is planned for a convenient resting place and 
shelter in case of rainstorms. The latter object is one 
which is certain to provide a considerable additional traffic, 
as the people on the beaches just across Surf Avenue from 
the terminal have no really satisfactory refuge from sudden 
summer storms. This accounts for the apparently unneces- 
sarily large area of the concourse, the principle being that 
people who once form the habit of using the concourse for 
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Coney Island Terminal—Cross-Sectional Elevation of Main Building, Showing the Two-Story Portion 
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ployees’ lunchroom so that crews can be called promptly 
for their runs. 

The lunchroom with the adjoining kitchen is operated 
exclusively for employees. Service is provided as nearly 
as possible at cost so that crews will not be compelled to 
pay extravagant pleasure resort prices for their food. 

MAIN BUILDING 

Fronting on Surf Avenue, the main street of Coney 

Island, is a wide concourse extending from the building 


"Hdge of Root | 


rest, shelter or as a meeting place will naturally patronize 
the railway. 

In the southeast corner of the concourse are a large 
resting room and dressing room for women, with toilet 
facilities. Facing Surf Avenue, in front of these, are three 
stores which are leased by the year. Under the stairway 
leading up to the restaurant on the second floor is located 
a soda-water fountain run directly by the railway company. 

In the center of the concourse is the largest merry-go- 
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Coney Island Terminal—General Arrangement of Termin al and Garage-Carhouse 


line on the street to the loop terminal tracks, a distance of 
approximately 168 ft. The frontage on Surf Avenue is 
approximately 188 ft. The front section of the structure, 
48 ft. in depth, is two stories high, and the second floor 
contains a large restaurant and a completely fireproofed 
kitchen. It is planned to lease the restaurant to a caterer 
who can attract a year-round business to it and in this way 
help to carry overhead charges on the building during the 
winter. 


round on Coney Island. This was built at the railroad 
company’s shops and erected by its forces. Along the 
west side of the concourse is the track for an aerial auto 
race, or modified roller coaster, carried up over the roof 
of the building and supported upon it. This method of 
carrying the roller coaster track naturally permits it to be 
constructed at a minimum expense and, in consequence, 
will reduce the interest charges which bear so heavily on 
any device which produces revenue for only part of the 


792 


year. This roller coaster is unique in being arranged for 
two automobiles, complete except for engines, which will 
be raised up the incline together. The two machines will 
start abreast at top of the double track and race to the 
finish point in the concourse. 
GARAGE-CARHOUSE 

At the north side of the terminal loop is a reinforced- 
concrete building, 168 ft. x 207 ft., which will be used as a 
garage during the summer and as a storage carhouse for 
open cars during the winter. The car tracks are set flush 
with the concrete floor and the automobiles are to enter and 
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only, of 110 cents per hundred dollars. The lower insurance 
rates for the fireproof building effect an annual saving of 
approximately $900, which would permit an additional in- 
vestment of $15,000 for the reinforced-concrete structure 
over the cost of simple steel-truss and wood-roof construc- 
tion, assuming the interest rate on the capital at 6 per cent. 
However, the actual cost of the reinforced-concrete con- 
struction employed was very little in excess of the estimated 
cost of a building of the other type. 

In the garage the posts are spaced on 28-ft. centers north 
and south and on 23-ft. centers east and west. Two storage 
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Coney Island Terminal—Front of Building Facing on Surf Avenue 


leave the building through the doors on the West Fifth 
.Street side. Direct access to the garage from the concourse 
is to be provided by a subway under the central water 
jump. 

CONSTRUCTION 

In general the main building is of steel post and truss 
construction. The posts are incased in concrete. The 
front wall of the building above the second floor is of 
brick and is made up in the extreme ornamental style pecu- 
liar to Coney Island. The wall is faced with second-hand 
paving brick laid in cement mixed with marble dust, with 
recessed joints. The appearance is excellent, better, in 
fact, than that of most walls laid with new face brick, and 
apparently the use of cement instead of lime mortar, to- 
gether with the impervious quality of the paving brick, has 
obviated any trouble from water leaking through the wall, 
so common with the recessed type of joint. 

The roof covering for all parts of the structure except 
the ornamental dome is of tar and gravel. The permanence 
of this type of covering induced the railway company to use 
it even on the saw-tooth roof over the rear portion of the 
concourse, and in order to permit its use the saw teeth were 
made with the unusually flat slope shown. This slope of 
approximately 21%4 in. per foot is a heavy one for gravel 
roofing. However, it is not expected to be steep enough 
to cause flowing of the tar during hot weather because of 
the damp, cool winds off the ocean prevailing in the locality 
during summer. The lighting effect from the low saw teeth 
is distinctly good and has proved ample for the concourse. 

The garage-carhouse on the northern side of the loop 
terminal is constructed throughout of reinforced concrete 
and is considered by the fire underwriters as being the most 
satisfactory type of fireproof building for the service. In 
fact, this type of construction was suggested by B. FE. 
Loomis, of Marsh & McLennan, who carry the fire in- 
surance for the structure. The insurance rates which 
actually apply to the garage-carhouse are 32 cents per 
hundred dollars when used for storing cars and 8&8 cents 
when used for storing automobiles. The structure, there- 
fore, takes different rates according to the season, the in- 
surance being based on a valuation of $29,000. The rate 
on the contents, which applies only to cars and not to auto- 
mobiles, is 60 cents per hundred dollars on a valuation of 
$200,000. These rates are entirely independent of the 
existence of the front portion of the terminal building, 
which carries separate insurance for both building and con- 
tents. Had the garage-carhouse been built with the 
ordinary steel posts and trusses, and a wood roof, the in- 
surance rates would have been 85 cents on the building 
when used as a carhouse and 167 cents when used as a 
garage. The contents would have taken a rate on cars, 


car tracks are located in each 23-ft. bay. The roof is made 
up of a 3%-in slab on 16.-in. reinforced-concrete purlins. 
The latter are spaced on 7-ft. 8-in. centers and are carried 
on 22-in. reinforced-concrete girders cast with them and 
making a monolithic roof framing. 

CONCLUSION 

The actual cost of the entire terminal amounted to ap- 
proximately $95,000. The ground area covered by the 
building is 71,000 ft., so that the cost per square foot of 
ground area is $1.34. However, the second floor- of the 
front part of the building brings the total floor area up 
to 81,000 sq. ft., which gives a unit cost of $1.17 per square 
foot of floor. These figures cover all labor, material and 
overhead charges and include an expensive system for roof 
drainage. They do not include, however, the water jumps 
or subway shown in the loop terminal nor the concrete floor 
in the garage-carhouse. 

The complete terminal, for which Dodge & Morrison 
were the architects, was planned and erected under the 
direction of S. W. Huff, president, and E. L. Mathews, 
superintendent of roadways, of the Coney Island & Brook- 
lyn Railroad. 


ECONOMICAL TESTING EQUIPMENT FOR THE BOILER 
ROOM 


At a meeting of the Institute of Operating Engineers 
held in New York on March 28 A. R. Maujer, associate 
editor of Power, gave a lecture on “How to Make Boiler 
Testing Apparatus at Small Cost and How to Use It.” 

Mr. Maujer showed that expensive and complicated ap- 
paratus was not necessary to get the data required to 
compare results in the boiler room from day to day. He 
showed that a Bunsen burner costing $1, a beam balance 
costing $1 or $2, a set of weights ranging from a milligram 
to 50 grams and costing $1.80 and some clay crucibles at a 
cost of a few cents each would enable one to make a fuel 
test of sufficient accuracy for purposes of comparison. He 
said that many of the laboratory accessories could be 
duplicated in the workshop of the engine room at no expense 
and that substitutes could be devised for others, 

He recommended that an Orsat apparatus be purchased 
complete for the determination of flue-gas analysis. 

It was brought out in the discussion that such apparatus 
could be purchased at prices ranging from $2 to $20, de- 
pending on how much was to be determined. The consensus 
of opinion seemed to be that the CO, determination was all 
that was necessary for a basis of comparison. The keynote 
of the lecture was that care and accuracy on the part of the 
operator were of more value than expensive apparatus. 
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USE OF THE OXY-ACETYLENE FLAME ON TRACK 
WORK IN BROOKLYN 
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BY Ge Et. M’KELWAY, BROOKLYN RAPID TRANSIT SYSTEM 


The Brooklyn Rapid Transit Company is now relaying its 
tracks on Fulton Street between Vanderbilt and Reid 
Avenues, a distance a little over 2 miles of double track. 
As the track was installed with either electrically welded 
or riveted joints, it is practically in one piece for its entire 
length except where broken by special work. The speci- 
fications under which the work is being done call for the 
removal of the rail in lengths of 25 ft. or 30 ft. so that 
there will be no trouble in handling it. 

The usual way for separating the rail into the proper 
lengths would be by cutting it with hack saws, but Con- 
tractor Sigretto, who is doing the work, has found a quicker 
and easier way of doing this. Instead of eight or ten 
men using hack saws, which would cover considerable dis- 
tance and prevent the track layers from closely 
the men opening up the old track, all of the 
being done by one man with an oxy-acetylene torch and 
his helper. This has made it possible to lay the new track 
but one rail length behind the point where the old track is 
being taken out. 

First the track is raised by means of jacks and the ties 
knocked from it with sledge hammers. After this has been 
done, an average of but eight minutes is required to cut 
through the g-in. girder rail by the use of the flame. As 
2 rule the rails are not cut entirely through, but.a little of 
the metal is left at the base. This residue is broken by a 
blow from a sledge after having been rendered brittle by 
throwing a bucket of water on it. The eyes of the man 
who does the cutting are protected from the glare and from 
sparks by dark glasses. 

On this work the use of the flame is not confined entirely 
to the cutting up of the rails into short sections, for it has 
also been found very useful in making holes for the tie- 


following 
cutting is 


Cutting Old Brooklyn Rails by Means of the Oxy-Acety- 
lene Flame 


rods. As the burner cannot be depended upon to burn a 
clean hole through the web of the rail, it is used only long 
enough to burn a small hole through the metal and to 
soften the steel around that hole. This small hole is then 
enlarged by driving through it a drift pin of the proper 
size. The result is a clean smooth hole made in only a frac- 
tion of the time that it would take to drill it. 


All of the cars of the Galveston (Tex.) Electric Com- 
pany have been equipped with fenders and push buttons. 
The closed cars are now being equipped with safety treads 
and are being fully vestibuled, the platforms heretofore 
being semi-vestibule. 
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RECORD OF MERITS AND DEMERITS ON THE 
CHICAGO ELEVATED RAILWAYS 


A new system of applying merits and demerits to train- 
men was inaugurated on the Metropolitan West Side Ele- 
vated Railway about one year ago and has given such 
excellent results that it is effective now on all of the ele- 
vated railways in Chicago. The inspectors are no longer 
“spotters,” but are taken from the ranks of the most expe- 
rienced trainmen in the service and do their work openly. 
No attempt is made to have an inspector ride with every 
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crew each day, but trips on each of the different runs are 
inspected consecutively. The inspector rides for part or 
all of a run, makes his observations and may either warn 
the men or compliment them on the character of their work. 
If he considers it necessary, the inspector stays with a man 
and assists him in correcting his faults. When he leaves a 
train he makes a good or bad report on a form like that 
shown in the illustration. These reports go to the superin- 
tendent’s office, where they are first sent to the drafting 
room and a record is made of them on an efficiency sheet. 
The report is then filed with similar reports of the same 
man in an individual envelope. The efficiency sheet was 
originally very large and contained not only a list of the 
trainmen and cross-sectioned space for plotting merits, 
demerits, totals and dates of inspection against the name, 
but all the offenses were listed at the top of the sheet. 
While this was fulfilling its purpose well, it was too cumber- 
some to handle easily when any official of the company 
wished to refer to it for a man’s record. The present eff- 
ciency sheet contains simply space for the man’s name, his 
file number and the days of the month when he was in- 
spected. The figures showing the days of the month are 
recorded in green, violet, black or red ink, according to 
whether the report was “correct,” “fair,” “poor” or “man 
warned.” By this means the general character of each 
trainman is evident at a glance. The detailed description 
of his good report or offense may be found, if further in- 
formation is desired, in the trainmen’s envelope which con- 
tains the inspector’s reports. 

The system, which was originated by M. J. Feron, gen- 
eral superintendent of transportation, is popular with the 
men because they realize that now their good work is re- 
ported as well as their offenses. It also aids the superin- 
tendent more easily to check the work done by the inspec- 
tors. Heretofore there was often no real evidence that an 
inspector was paying attention to the train crews, as his 
reports only covered offenses, and these called for infre- 
quent reports. Again, it also offers a desirable step in the 
advancement of trainmen to the duties of inspectors. In 
this service they are vested with a certain amount of author- 
ity which they may use when the occasion arises. Finally, 
it allows them to make a careful study of the faults of the 
men, a very desirable experience when they make their 
next step in advance to the position of trainmaster. 

Under the old method of inspection the presence of an 
inspector was a continual source of annoyance to the train- 
men because they felt that he was looking only for their 
faults and not for their good points. Now they know the 
inspector is an experienced motorman, thoroughly compe- 
tent to judge their work and instruct them when in error. 
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RESISTANCE STANDARDS 


By C. W. SQUIER 


The practice of manufacturers in determining the make- 
up of the regulating resistance for electric cars by the type 
of motor and controller with which it is to be used has 
brought out a great many types and arrangements of re- 
sistance. In the purchase of new equipment little attention 
has been given by railway companies toward trying to 
duplicate resistance parts which they already have, and 
roads that operate a number of different types of equip- 
ment have found themselves obliged to carry a large num- 
ber of parts. This has led to a standardization of re- 
sistances in some cases. In the meantime service require- 
ments have become more exacting, and in many cases the 
older types of resistance have been found to have insuffi- 
cient ¢apacity or to lack mechanical strength. The result 
has been overheating and grounding which in some cases 
have caused damage to other parts of equipment that would 
more than offset the cost of installing a new resistance. 

There are several points in addition to capacity and 
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mechanical strength that should be considered in the estab- 
lishment of standards in resistances. 

One is to proportion the resistance so as to secure smooth 
and gradual acceleration. It is a well-recognized fact that 
to provide the maximum comfort to passengers in car 
acceleration the initial acceleration, or the first impulse 
which the car receives in starting from rest, should be less 
than that which can be maintained throughout the remain- 
ing portion of the acceleration. The first point to be con- 
sidered then in connection with the selection of the re- 
sistance is the maximum allowable torque of the motors 
when starting. This will be a measure of the total regu- 
lating resistance to be used. : 

Abnormal peaks of current which the motors cannot com- 
mutate satisfactorily and which result in excessive burning 
of controller contacts and other current-carrying parts 
should also be avoided in the design of resistances, This is 
a point which appeals strongly to those responsible for the 
maintenance of the equipment, as the durability and life 
of the apparatus and the cost of its maintenance depend to 
a large extent upon its freedom from excessive overloads. 

After the car starts the accelerating force should be a 
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certain constant, upon which there will be superimposed a 
succession of impulses or blows of greater or less intensity 
depending upon the number of steps in the regulating re- 
sistance. Since these impulses cannot be eliminated they 
should be so proportioned as to give the desired smooth- 
ness of operation. This is where an accurate proportioning 
of resistance is of value. To secure it, equipments must 
often be shifted to different types of cars from those for 
which they were originally designed. 

In any method for computing resistance steps the weight 
of the car should be a factor as well as the equipment of 
the car. On cars which are operated by hand controllers 
it is also necessary to introduce the element of time, as 
the rate of notching, or the time that the controller drum 
remains on each notch, will affect the maximum and mini- 
num values of the current. With a type of controller ar- 
ranged for automatic acceleration the problem would con- 
sist of proportioning the resistance steps So that with a 
given minimum current value the current taken by the 
motors at the instant of advance from one step to the next 
would be the same for each point of the controller. With a 
hand-operated controller, however, the accurate computa- 
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K.W. Hrs. per Car Mile 2.344 
K.W. Hrs, per Ton Mile 159 
Electric Ry. Journal 
Fig. 2—Controller Notching with Uniform Time for 


Each Step 


tion of the resistance steps is more difficult than with auto- 
matic acceleration because of the time element. 

. The effect on current values of the rate of notching the 
controller is clearly shown by the curves in Figs. 1 and 2. 
These curves are for the same car, with the same equip- 
ment and resistance stepping. In Fig. 1 the rate of notch- 
ing is varied so that the maximum value of the current is 
the same on each point of the controller, while in Fig. 2 a 
uniform rate of notching of one second for each point of 
the controller is used. The total time consumed in throw- 
ing the controller handle from the “off” position to the “full 
multiple” position is 0.7 second less in Fig. 1 than in Fig. 2, 
yet the maximum current peak is but 76% per cent of that 
obtained in Fig. 2. The power consumption is also corre- 
spondingly less with the controller operated as in Fig. 1. 
With ten stops of 8 seconds each per mile, and a schedule 
speed of 9 m.p.h. in each case, the kilowatt-hours per car 
mile were 2.267 for Fig. 1 as against 2.344 for Fig 2. To 
obtain the best resistance stepping for any particular service 
it 1s important therefore to find out what the average rate 
of notching is, or else to decide on a rate that will be best 
for average conditions and then to adhere to this rate. 
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Other points which should have consideration in a study 
of the design of car resistances are reduction of weight, 
economy of space and proper supports and insulation. 
Where more than one type of resistance is used some 
method should be devised so that the men responsible for 
the maintenance of this resistance can readily distinguish 
one from another, thus preventing confusion and a mining 
up of the different types. It would also seem desirable to 
arrange so that all repairs would be made at one central 
point and to have resistance frames sent in complete. 
Terminals or resistance grids that can be removed or 
changed by the men working about the cars are not de- 
sirable. 

The following beneficial results have been derived by a 
road that has been standardizing its resistance during ‘the 
past year: 

A decrease im the number of different types of resistance 
from nine to four. 

A decrease in the maximum starting torque on the first 
notch of 7.3 per cent. 

A decrease in the maximum starting current of 8.6 per 
cent. 

A decrease in the maximum variation in torque during 
acceleration of 9 per cent. 

These results indicate a few of the benefits that can be 
derived from a careful study of resistance, so as to adapt 
it to the operating conditions. 


OFFICERS OF THE SOUTHWESTERN ASSOCIATION 


At the meeting of the Southwestern Electrical & Gas 
Association, at San Antonio, April 25-27, the following 
officers were elected for the ensuing year: 

President, Fred M. Lege, Galveston; first vice-president, 
D. G. Fisher, Dallas; second vice-president, G. H. Clifford, 
Fort Worth; third vice-president, W. L. Wood, Texarkana; 
treasurer, A. E. Judge, Tyler. Executive committee—J. E. 
Carroll, Beaumont; Fred M. Lege, Galveston; D. G. Fisher, 
Dallas; G. H. Clifford, Fort Worth; W. L. Wood, Tex- 
arkana; A. E. Judge, Tyler; J. W. Carpenter, Corsicana; 
W. B. Tuttle, San Antonio; David Daly, Houston; F. J. 
Storm, Amarillo; W. B. Head, Dallas. Finance committee 
—J. P. Griffin, Dallas; P. L. King, San Antonio; H. S. 
Potter, El Paso. Advisory committee—W. S. Rathell, 
Waco; E. S. Fletcher, Temple; I. J. Nathan, Marlin; J. E. 
Johnson, Stamford; E. W. Kellogg, El Paso; William 
Chaffin, Sherman; W. C. Forbes, Fort Worth; E. J. Wells, 
Marshall; W. A. Sullivan, Shreveport, La.; R. B. Stichter, 
Dallas; C. H. Dunbar, Houston. 

The executive committee selected H. S. Cooper, Galves- 
ton, as secretary. The secretary will have headquarters 
at Dallas and will devote his whole time to the association 
in order to compile and distribute engineering data and 
make the organization most effective. 

A biography of Mr. Lege, the new president, appears 
elsewhere in this issue. 


PAPER ON HIGH-EFFICIENCY LAMPS AT DES 
MOINES CONVENTION 


The paper on high-efficiency lamps for street, railway 
service read at the Des Moines convention of the lowa 
Street & Interurban Railway Association and published on 
pages 751-753 of the issue of last week was prepared 
by C. E. Terry, National Electric Lamp Association, and 
not bv S. E. Doane, chief engineer of that association. 
The error in giving the name of the author was due to 
the fact that Mr. Doane was originally on the program to 
present this paper, but as he was unable to attend the con- 
vention, Mr. Terry of the same company prepared the 
paper and also read it at the convention. 
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A misplaced decimal point in the eleventh line of. the 
last paragraph but one of the published report of this paper, 
on page 753 of the last issue, gives an erroneous impression 
of the difference in cost between Mazda lamps and carbon 
lamps at 1.5 cents per kw-hr. The figure should be 42 
cents per lamp per 1000 hours, as is shown on the diagram 
in Fig. 2, to which reference is made in the text. 


CHICAGO ELECTROLYSIS ORDINANCE 


On May 6 an ordinance reducing the maximum per- 
missible drop in potential between any extreme feeding 
points on the return and the feeding station from 25 volts 
to 12 volts was submitted to the City Council of Chicago 
by Ray Palmer, city electrician. The ordinance was ap- 
proved by the Council committee on gas, oil and light, but 
no definite action will be taken until the next regular meet- 
ing of the Council. The railway companies and the city 
electrician have been working on methods for reducing 
electrolysis since 1908, and considerable improvement has 
been made. In August, 1911, Ray Palmer was engaged by 
the city to make expert investigations in Chicago. Later 
William Carroll, city electrician, resigned, and Mr. Palmer 
was made city electrician. 

Other clauses in the proposed ordinance limit the drop 
in potential between any two points on the uninsulated 
return 1000 ft. apart to 1 volt, limit the amperage on 
pipes and cable sheaths to 1% amp per pound foot for 
calked cast-iron pipe, 8 amp per pound foot for screened 
wrought-iron pipe and 16 amp per pound foot for lead 
sheaths of cables containing 3 per cent of tin or less, 
and limit the entire return drained from all metallic work, 
except the regular return feeders, to 10 per cent of the out- 
put of the station. Measuring and recording instruments 
must be installed to register such potentials and currents at 
designated places, and the records must be accessible to_ 
the city officials. 


ARC HEADLIGHTS AND THE FIRE RISK 


An important point in carhouse fire protection is some- 
times overlooked in connection with the installation of arc 
headlight circuits on rolling stock. A common method of 
wiring makes it possible for the headlight circuit to remain 
alive even after one of the main motor switches is opened, 
and in a recent instance a serious fire was barely averted 
from this cause. The headlight circuit was wired from the 
positive side of the main motor switch to a snap switch, 
fuse and resistance, and thence to the opposite side of the 
car to a snap switch. Under this condition if either of the 
main motor switches was left closed line voltage extended 
with the trolley on down to the resistance. In cases where 
it is the practice to leave one switch in circuit trouble is 
invited, since dampness is liable to accumulate at the re- 
sistance and establish a leakage path to ground which will 
permit the passage of enough energy to produce serious 
overheating. The apparent remedy is to tap the negative 
side of the No. 2 main switch, so that no voltage is on the 
headlight circuit unless both switches in the vestibules are 
closed. There is obviously no operating disadvantage in 
having the.arc headlight unavailable when the supply of 
current for motor service is cut off the car circuits. The 
interior incandescent lamps furnish sufficient protection for 
a standing car when light is needed. Another point worth 
consideration is the location of the arc headlight resistance 
on the roof of the car instead of beneath the body, to avoid 
burnouts and short-circuits due to unclean water. On the 
roof the water encountered is almost always free from 
impurities which increase its conductivity, and its difference 
in this respect is marked, compared with the moisture 
thrown against the running gear and underhung electrical 
equipment from the roadbed or street. 
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Executive Committee on the Pacific Coast 


Los Angeles Visited on May 6 and 7—Systems Inspected and Addresses Made at Several Gatherings—San Francisco 
Reached on Friday 


The important event in the early part of this week 
of the trip of the party on the private car “Advance” was 
two days spent at Los Angeles. If the significance of the 
visit to other cities on the tour has been considerable, that 
to Los Angeles has been doubly emphasized by all con- 
cerned. Los Angeles has its electric railway questions, and 
as in the case of the other places where problems not dis- 
similar exist, there is a tendency on the part of persons 
who like to agitate these questions to consider the prob- 
lems as political rather than economic. It has been every- 
where one of the functions of the officials of the American 
Electric Railway Association who are making this journey 
to point out to railway men, public officers, civic bodies, 
newspapers and the general public that the street railway 
problems are economic and not politicai in their nature. 
They have also pointed out clearly that all attempts to deal 
with these problems solely from the political point of view 
merely intensify whatever difficulties may exist. Such ac- 
tion not only delays the final solution but renders still more 
harassing the business of conducting public utilities of 
any kind. 

The members of the party found in California, as indeed 
they expected, much more agitation against public utilities 
in general and electric railway companies in particular 
than they had found to be the case in any of the cities in 
the South and Southwest previously visited on the trip. 
An interesting and peculiar phase of this condition is con- 
tributed by the presence in the Far West of numbers of 
Eastern people who have made their fortunes in other parts 

- of the country and have gone to California to live at their 
ease. Among these are individuals and groups who seem to 
think that no one else has the right that they had and still 
are having to make profitable incomes from investments. 
It is a notable fact that such persons are prominent among 
those who advocate radical measures. In many cases they 
even go so far as to urge the municipal ownership of public 
utilities, an advocacy which they would bitterly have re- 
sented had anyone applied it to their own affairs. Of 
course the question of fares is one which persons of these 
views agitate with persistence. They seem to think that 
electric railways can and should carry a passenger any 
distance for 5 cents, and if a city’s boundaries are extended 
greatly the 5-cent fare must hold, whether for a distance of 
5 miles or 25 miles. 

FIRST DAY IN LOS ANGELES 

In Los Angeles and neighborhood, where the party arrived 
on the morning of May 6, the officials of the Los Angeles 
Railway Corporation and of the Pacific Electric Railway 
Company expressed the belief that the visit was most op- 
portune. The party was met upon its arrival by a number 
of officials of the Los Angeles Railway Company, including 
C. A. Henderson, general manager; John J. Akin, superin- 
tendent; G. J. Kuhrts, chief engineer; E. L. Stephens, 
master mechanic, and J. L. Clarke, superintendent of elec- 
trical repairs. Others who were in Los Angeles and greeted 
the party were H. MacNutt, superintendent of motive 
power San Diego Electric Railway Company; H. H. Littell, 
Buffalo, first president of the Electric Railway Association, 
and his brother, H. M. Littell, former president of the 
association. Howard Huntington, vice-president and gen- 
eral manager Los Angeles Railway Corporation, extended 
to the party the privileges of the Los Angeles Athletic Club, 
which has just been moved into a new building, one of the 
finest club buildings in this or any other country. 

On the morning of May 6 the party visited the lines and 
shops of the Los Angeles Railway and Pacific Electric 


Railway. Both excited very favorable comment on ac- 
count of their extent and character. The party also visited 
the freight and express station of the Pacific Electric Rail- 
way and noted the large volume of this business transacted, 
the receipts being between $150,000 and $200,000 a month. 
Luncheon followed at the Los Angeles Athletic Club. It 
was attended by the leading citizens, including representa- 
tives of the civic bodies and the Harbor Commission. 
Speeches followed from President McCarter, Oscar ie 
Crosby, Charles C. Peirce, President Osborne of the Cham- 
ber of Commerce and President Thomas E. Gibbons of the 
Harbor Commission, who has been regarded as a leading 
radical. The latter spoke of the rapid increase in area of 
the city of Los Angeles in the past and of the still further 
probable extension of its boundaries in the future. Among 
other things, he said: “Los Angeles is growing rapidly, 
and in the early future we shall undoubtedly have within 
the limits of the city a distance in a straight direction of 
20 miles. It would be eminently unfair to require an elec- 
tric railway to carry a passenger these 20 miles for 5 cents.” 
Then he expressed the opinion that the zone system of fare 
collection would probably be found to be the means of 
solving the problem. This declaration greatly interested 
the meeting. 

President McCarter gave a short sketch of the tour 
which the party had already made and its purposes and a 
brief description of the conditions observed. He said that 
the party had found the cities in the Southern States more 
conservative and that there was less radicalism there than 
he expected to sce. 

Mr. Crosby, who followed President McCarter, pointed 
out the injustice of limiting dividends in the case of public 
utility corporations to 6 per cent. He said that in view of 
the risks taken this return was not sufficient to recompense 
the capital required to conduct these enterprises. He pre- 
dicted that the adoption of any such policy would simply 
deter any further developments of urban transportation 
systems. In no part of the country, perhaps, had cities 
grown more rapidly within the past ten years than on the 
Pacific Coast, and any such policy would simply retard the 
growth of these cities at the expense of others which recog- 
nized the necessity of a proper recompense for capital. 
Taking all in all, the return upon. electric railway invest- 
ments was not large as compared with that in other in- 
dustries. 

Charles C. Peirce said that communities in their public 
utilities reflected their civilization, The enterprising city, 
the one which believed in development and encouraged the 
establishment within its limits of enterprising public utility 
companies, grew with these companies. On the other hand, 
it was only natural to find in a community which is nat- 
urally stagnant a discouraged and dwarfed public utility. 

President Osborne, of the Chamber of Commerce, said 
he did not think there was another city in the country better 
served by its electric railway system than Los Angeles. 
He added: “There are questions of fares in various sec- 
tions of this city and its environs that are local questions 
and will adjust themselves in due time. But there is at 
bottom a sense of fairness toward everybody. A spirit of 
fair play exists among the people here, as it exists among 
the American people in all their cities. They have only to 
understand a problem to deal with it justly.” ] 

VISIT TO PASADENA ON MAY 7 

Pasadena was visited on Tuesday, May 7. The visiting 
officials particularly noted the four-track system of the 
Pacific Electric Railway Company between Los Angeles 
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mt f Se It ascended Mount Lowe by the inclined 

way~of the Pacific Electric Railway. Ascent is first 
by a cable railway over an elevation of 1300 ft. Then the 
tourists: travel on a trolley line which winds around the 
mountain until a point of 5000 ft. above the sea level is 
reached. 

Luncheon was served at the Hotel Maryland and a num- 
of pommcnt residents of Pasadena Were present. The 

ayor, who formerly lived in Detroit and is now a strong 
advocate of municipal ownership of public utilities, was 
to have attended, but sent his excuses. Vice-president 
Knight of the Board of Trade was toastmaster. A wel- 
come was extended to the visitors by Dr, Mattison. Ad- 
dresses in behalf of the visitors were made by President 
McCarter and Mr. Crosby. Among the local speakers was 
Mr. Kerrigan, one of the committee appointed to frame a 
new city charter. He commended the spirit of the Ameri- 
can Electric Railway Association in sending on a trip its 
officials to discuss face to face with the public throughout 
the country questions of public policy, so far as they re- 
lated to the local electric railway systems. It is a good 
omen, he believed, that railways are now seeking to get 
more closely in touch with the people in the communities 
which they serve. He spoke also of the welcome change 
from the condition indicated by the alleged remark of 
Commodore Vanderbilt in regard to the public to that 
shown by “the public be pleased” utterance of William 
McAdoo. 

Although Los Angeles was practically in possession of the 
Mystic Shriners, who were holding their annual..conven- 
tion in the city during the first part of this week and hence 
received considerable public and newspaper attention, the 
visiting railway men did effective work. Their belief as 
well as that of the local bodies is that, despite the adverse 
conditions, the visit was a success and favorable results 
will flow from it. In Los Ange‘es, as elsewhere, the pres- 
entation of the case for the railways, as made by both 
associations, had an impressive effect which is often lack- 
ing in statements made by local companies, since, whether 
justly or unjustly, it is the custom of extremists in the 
press and on the platform to reject such statements as 
selfishly one-sided and dictated solely by “capitalistic 
greed.” The frank and able presentation of facts as they 
are put forth by President McCarter and his associates is 
being everywhere received with surprise, good feeling and 
conviction. Thus the first step in the publicity campaign 
of the two associations is producing even better results 
than its most earnest advocates had expected. 

ARRIVAL IN SAN FRANCISCO 

The party arrived in San Francisco on the morning 
of May 9. Here they were met by Charles N. Black, vice- 
president and general manager; Thomas Finigan, pur- 
chasing agent; B. P. Legare, engineer maintenance of way 
and construction; E. D. Hibbs, general superintendent; 
J. M. Yount, master mechanic, and other representatives 
of the United Railroads of San Francisco. Others who 
greeted the party were S. K. Colby, of the Pierson & 
Roeding Company; W. E. Amann, of the Galena Signal 
Oil Company; A. H. Babcock, chief electrical engineer 
Southern Pacific Railroad; J. Q. Brown, assistant man- 
ager San Francisco & Oakland Terminal Railroad, and 
William R. Alberger, vice-president San Francisco & Oak- 
land Terminal Railway. 

THE PROGRAM IN SAN FRANCISCO 

The party expects to remain in San Francisco until 
May 12. The program there includes on May 10 a visit 
to Oakland, where the party will be the guests of the 
San Francisco & Oakland Terminal Railway. The tourists 
were to have an excursion by boat on the bay and were 
then to take an electric train to Berkeley. Here automo- 
biles were to convey them through the city, and a visit 
was to be made to the University of California in Berkeley 
and to the famous open-air Greek amphitheater in the 
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grounds of the university. Lunch was to be served at 
the Claremont Country Club; then the visitors were to in- 
spect Oakland. The return to San Francisco was to be 
made by special electric train on the Key Route system 
in the evening, after which they were to attend a banquet 
at the Palace Hotel at which the guests were to include 
many public officers and prominent citizens, as well as 
officials of the electric railway companies in San Fran- 
cisco and Oakland. 


TWO REPORTS SUBMITTED TO COUNCIL COMMITTEE 
ON VALUES OF CHICAGO ELEVATED RAILWAYS 


Two reports on the valuation of the Chicago elevated 
railways were submitted to the committee on local trans- 
portation of the City Council of Chicago on May 8. One 
report, submitted by Britton I. Budd, president Chicago 
Elevated Railways, was based on the valuation of Prof. 
George I. Swain. The other report, submitted by the 
Harbor & Subway Commission, was based on the appraisal 
of a valuation committee composed of J. J. Reynolds, John 
ricson, E. C. Shankland and George Weston. 

Professor Swain says in his report, addressed to Mr. 
Budd, that as a representative of the elevated railroad com- 
panies, appointed to sit with the Harbor & Subway Com- 
mission in making a valuation of the physical properties 
owned by the elevated railroad companies, he examined 
carefully the valuations prepared for the companies by 
A. L. Drum & Company and also the figures prepared by 
the commission. He differs in some respects from each of 
these appraisals and after careful consideration arrived 
at the following results. 

VALUATION OF PROFESSOR SWAIN 

Cost of reproduction new of the entire physical property 
owned by the companies, exclusive of land and right of 
way and of all overhead charges, $39,552,247. Depreciated 
value of such properties, $34,634,396. 

To these Professor Swain added a total of 30 per cent 
to cover all overhead charges including engineering, legal 
expenses, contingencies, taxes, insurance, administration, 
promotion, organization, interest during construction and 
brokerage, a total of $11,865,674. 

The addition of 30 per cent makes a total for the physical 
property, excluding land, of $51,417,921 new, or $46,500,070 
depreciated. 

To these Professor Swain added the estimate of real 
estate and rights of way made by J. Milton Trainer, to 
whose total he added 5 per cent to cover brokerage and 
promotion expenses. The final total of this item was 
$4,779,073. 

This made a total physical value of the property, includ- 
ing all overhead charges, of $98,196,994 new, or $93,279,143 
depreciated. 

Professor Swain added that he considered these figures 
to represent, to the best of his ability and based upon Mr. 
Trainer’s figures for real estate, the fair values for the 
proverties. They do not include, however, anything for 
intangible value, such as going value, loss of earnings in 
early years, franchises, leases and traffic agreements, such 
as those with the Aurora, Elgin & Chicago Railroad and 
the Chicago, Milwaukee & St. Paul Railway, or anything 
for some parts of physical property, such as the Kenwood 
and stock yards branches, which are not owned by the 
companies, but are operated by them under leases having 
longer periods to run than the franchises of the companies 
so that to all practical purposes they are owned by the com- 
panies. The figures do not include anything for superseded 
or abandoned property or cash on hand. 

VALUATION COMMITTEE OF HARBOR AND SUBWAY COMMISSION 

The valuation of the committee appointed by the Harbor 
& Subway Commission divides the property of the elevated 
companies into two parts, that which is located inside the 
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city limits of Chicago and that which is outside. The cost 
to reproduce new the property located inside the city limits 
is stated at $52,045,387, plus overhead charges of 18 per 
cent, or $9,368,170, a total of $61,413,557. The present 
value of the property located inside the city limits is stated 
at $44,744,029, plus overhead charges of 18 per cent, or 
$8,053,925, a total of $52,797,954. 

The valuation committee reports that the cost to repro- 
duce new the property of the elevated companies located 
outside of the city limits is $627,860, plus overhead charges 
of 18 per cent, or $113,015, a total of $740,875. The 
present value of the property located outside of the city 
limits is stated at $553,582, plus overhead charges of 18 
per cent, or $99,645, a total of $653,227. 

TWO REPORTS FOLLOW DIFFERENCES 

It was planned originally to have one valuation sub- 
mitted by the valuation committee, and in accordance with 
that arrangement, formal meetings were begun on Dec. 27, 
1911, when all members, including Professor Swain, were 
present. It was agreed that the elevated companies should 
furnish inventories of their physical properties and ar- 
rangements for securing this information were made at 
onec. In the meanwhile, various experts were engaged. 

The valuation committee was directed to deal only with 
physical values. 

According to the official report made by the valuation 
committee the differences of opinion regarding the methods 
of valuation and the results following the use of different 
methods suggested were pronounced from the beginning. 
Professor Swain, as a representative of the companies, took 
exception, the report declares, to many findings made by 
the majority of the representatives of the city on the 
valuation committee. Efforts to reconcile the conflicting 
views of the members of the committee were fruitless and 
on April 30 Professor Swain notified the other members 
of the committee that he would withdraw from further 
conferences and would submit an independent report as the 
representative of the companies. 

VARIATION IN REAL ESTATE VALUES 

A great difference is shown in the values fixed for real 
estate. Joseph Donnersberger was employed by the com- 
mittee as the representative of the city to make a valua- 
tion of this part of the property. J. Milton Trainer, 
whose figures are given in the foregoing, was directed to 
make a valuation of the real estate as a representative of 
the companies. The report of the valuation committee 
states that he and Mr. Donnersberger, the city’s repre- 
sentative, worked in conjunction with the understanding 
that they would endeavor to reach an agreement and sub- 
mit final figures to the committee. 

In its reference to the subject of real estate, the report 
of the valuation committee says: ‘“To determine the value 
of real estate or right of way, forming an integral part of 
the elevated railway system, the city’s representatives ori 
the valuation committee selected Joseph Donnersberger, an 
expert with exceptional qualifications for the work. The 
general basis for making real estate valuations was agreed 
upon before any work was undertaken. The valuation com- 
mittee has accepted Mr. Donnersberger’s findings and has 
incorporated in this report without change the figures sub- 
mitted by him.” 

The valuation reported by the valuation committee, the 
full figures of which are given in the foregoing, states that 
the cost to revroduce new the real estate and right of way 
of the property of the elevated companies located within 
the city limits is $16,248,864. The present value is the 
same. To these items, of course, the general allowance of 
18 per cent for overhead charges is added. The cost of 
real estate and right of way of property of the elevated 
companies located outside of the city limits is stated by 
the valuation committee at $241,864 without, of course. 
deduction for depreciation. To these figures the 18 per 
cent allowed for overhead charges is added. 
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In his discussion on the valuation, Professor Swain says 
that he does not feel competent to criticise the land valua- 
tions made by Mr. Trainer and Mr. Donnersberger. He 
adds: “I will say, however, that I have talked with Mr. 
Trainer a number of times during the progress of the work 
and I believe that he has proceeded on right principles.” 

The Trainer valuation of real estate, as submitted for 
the companies, is divided between the various subsidiary 
properties as follows: South Side Elevated Railroad, $16,- 
640,130; Metropolitan West Side Elevated Railway, $16,- 
880,146; Northwestern Elevated Railroad, $7,589,900; Chi- 
cago & Oak Park Elevated Railroad, $3,441,322. The total 
of $44,551,498 thus shown does not include the 5 per cent 
for brokerage and promotion expenses which was added 
by Professor Swain in his complete report. 

The figures of real estate and right-of-way value as 
stated do not include anything for the Union Loop. Mr. 
Trainer adds that they do not cover the cost of obtaining 
waivers of damages for the construction of the Union Loop, 
which would be a large item in view of the fact that the 
present value of the real estate, with improvements, abut- 
ting the Union Loop approximates $154,000,000. 


THE 3-CENT AND HALF-CENT COIN BILL 


The bill authorizing the coinage of 3-cent and Y2-cent 
pieces by the United States Mint, introduced by Represen- 
tative Bulkley, of Cleveland, was favorably recommended 
May 1 to the House of Representatives by the committee 
on coinage, weights and measures, to which it had been 
referred. While the bill was before this committee the 
committee held several hearings on the subject. On one 
held April 22 Mr. Bulkley exhibited a letter from Franklin 
MacVeagh, Secretary of the Treasury, saying that there 
would be no objection to the %-cent piece and 3-cent piece 
provided that they could be made reasonably distinguish- 
able in size and appearance from existing coins, and this 
he thought was done in the bill. 

George E. Roberts, director of the mint, said that until 
this year the general attitude of the Treasury Department 
had been rather antagonistic to additions to the present 
coins on the ground that it might be hard to distinguish be- 
tween them, but that if this difficulty was overcome its 
objection would disappear. The bill proposed to make the 
3-cent piece larger than the nickel. Mr. Roberts said that 
he had taken the subject up with the American Bell Tele- 
phone Company and the New York Telephone Company. 
They had testified that the 3-cent piece, as now designed, 
would not go in the nickel slot of their slot machines and 
that while it would go into the quarter slot it would not 
ring the bell. They had no objection to the proposed coin. 

On May 1 the committee held a hearing at which the 
chairman, Representative Ashbrooke, said that objection 
to the coinage of the new piece had come from General 
George H. Harries and from James L. Quackenbush, 
Interborough Rapid Transit Company, New York. Mr. 
Quackenbush in a letter had urged further hearings on the 
bill, when objections could be presented by street railway 
companies. 

Director Roberts of the mint said that he had had com- 
munications with several manufacturers of slot and count- 
ing machines and that there was no objection on their part 
to a 3-cent piece weighing 60 grains and made larger than 
the nickel, or to a M%-cent piece weighing 30 grains and 
made smaller than the dime. A discussion then followed 
as to the form of the two pieces. It was decided not to 
require a perforation in the 3-cent piece, as originally sug- 
gested, but to allow the Treasury Department the discre- 
tion of distinguishing this piece by a scalloped edge, if it 
considered such a plan desirable. As finally passed by the 
House, the bill authorizes a 3-cent piece and a %-cent 
piece of the weights mentioned, to be composed of 75 per 
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cent copper and 25 per cent nickel, the diameters of the 
coins to be fixed by the director of the mint with the ap- 
proval of the Secretary of the Treasury. 

A similar bill was introduced into the Senate on April 23 
by Senator Pomerene and has been referred to the com- 
mittee on finance. It is understood that the chairman of 
the committee has received some protests against the pas- 
sage of the bill; among others, one from the Electric Serv- 
ice Supplies Company, of Philadelphia, and one from the 
Interyational Register Company, of Chicago. These com- 
panies state that they have spent more than three years 
of time and more than $60,000 to develop and perfect a 
coin-taking register for use on prepayment cars. This 
machine will now accept r0-cent pieces, nickel 5-cent pieces 
and copper I-cent pieces. These companies believe that 
equivalent sums have undoubtedly been spent by other 
manufacturers in developing similar machines and that, at 
the lowest calculation, undoubtedly $200,000 has been ex- 
pended in cash to meet this problem. They believe that 
the introduction of a 3-cent piece will destroy the value of 
this investment and will be a great hardship upon them. 
The Johnson Fare Box Company, New York, has also pro- 
tested against the adoption of the 3-cent piece because of 
the changes it.would require in its existing fare boxes. 


EXTENT OF REPAIR SHOP OPERATIONS IN NEW 
YORK STATE 


An advance copy of the statistics on manufactures in 
New York State issued by the Census Bureau last month 
contains some interesting data on the extent of repair 
shop operations by electric railway companies in the State. 
This work is termed “cars and general shop construction 
and repairs by street railroad companies.” The capital 
invested includes that represented by the buildings devoted 
to repair shop work and the land which these buildings oc- 


cupy. The figures follow: 

Statistics or Evecrric Rartway Reparr SHorp OperaTIONS In New YorK 
STATE 

1899 1904 190° 
Number of establishments................. 62 14 17 
Persons engaged ir industry: J 
Salaried employees ........-..-..--+- 47 169 287 
Wage earners (average number)......2559 3710 4480 
TIOTSS-POWEF BGC coon necro cr cnnscerercess ae 1170 4367 
Capital (in thousands of dollars)........... 6242 4975 11304 
Salaries (in thousands of dollars)....... jo oe 168 282 
Wages (in thousands of dollars)........ .-1801 2261 2832 
Cost of materials (in thousands of dollars) .1528 1298 3180 
Value of products (in thousands of dollars) .3515 3880 6640 
Value added by manufacture (in thou. dol.) .1987 2582 3460 


That a marked interest in trackless trolleys appears to 
exist in England is indicated by discussions in various town 
councils on the matter. Speaking at the annual meeting of 
the Nottingham Trent Ward Conservative Association, a 
member stated that he had inspected railless tramcars in 
operation at various places and had seen that they were 
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ELECTRIC WELDING AT THE THIRD AVENUE RAIL- 
WAY SHOPS 


Some electric welding of rather. unusual interest has 
recently been done at the Sixty-fifth Street shops of the 
Third Avenue Railway, New York, by Weltzien & Foster, 
New York, under the supervision of J. S. McWhirter, su- 
perintendent of equipment Third Avenue Railway. The 
work hereinafter described was done upon a contract basis, 
as the railway company believed that better results and 
lower net costs would ensue if the welding was performed 
by specialists with the proper equipment. Practically every 


Third Avenue Shops—Gear Case Before and After Patch- 
ing by Electric Welding | 


piece reclaimed, including a dozen Westinghouse No. 56 
motor shells, numerous oil cups and more than a score each 
of axles and gear cases, was taken from the scrap heap. 

Most of the motor shells had one bearing broken off com- 
pletely. In one case the bearing was broken in two places, 
namely at the junction of the bearing and the shell and in 
the bearing itself. To make matters worse, the bearing had 
been riveted on by means of a plate and had then been 
brazed. The presence of the brass, of course, made the 
welding exceptionally difficult. All shells were thoroughly 
reinforced to make them as strong as the original casting. 
Some motor-shell bearings were worn %4 in. or more, but 
by means of electric welding they were built up with metal 
to any height desired and afterward rebored by the ordinary 
An accompanying photograph shows an operator 
welding a Westinghouse No. 56 shell. 

Another illustration shows the appearance of typical 
motor axles before welding worn ends or collars, after the 
welding and after the machining had been completed. It 
is important to note that the metal added to every one of: 
the twenty-seven reclaimed axles was soft enough to be 
readily machined. 

The gear cases given to the welders had their lower 
halves worn through entirely from contact with the pave- 
ment. Each was repaired and made absolutely dustproof 
and lubricant-proof by welding a plate to cover the hole. 
An example of this kind is shown in one of the accompany- 


Third Avenue Shops—Worn, Rehabilitated and Welded Axle Before Machining 


able to move a distance of 34 ft. across the roads, in order 
to pass traffic, without breaking contact with the overhead 
wires. The cost of laying the present type of tramways 
was stated to be from $75,000 to $100,000 per mile, but the 
cost of the trackless trolley was only about $7,500 per mile. 
The hope was expressd that they would be introduced for 
the next extensions of the Nottingham tramway system. 


ing views. Some of the oil cups had to be built up, while 
others had holes which first were filled up and then re- 
drilled to the proper size for the wicks. 

Although the work described hereinbefore relates to steel 
castings and shells only, the electric welding process is 
equally applicable to cast iron, wrought iron, malleable 
iron, etc., but not to brass, bronze and copper. 


Soo 


The portable welding plant used is adapted for any direct- 
current voltage where a current of 300 amp or more is 
obtainable. A water-barrel or other rheostat is used to 
reduce the voltage to 100 volts or 110 volts. A small switch- 
board is required, of course, to control the energy supply. 

Both the carbon and metallic arc methods are used, ac- 
cording to the character of the casting. Flux is employed 


Third Avenue Shops—Welding a Gear Case 


in exceptional cases only. Each arc has two or three dif- 
ferent sizes. All arcs are thoroughly insulated and are not 
over 2% ft. long. Owing to the intense heat, the operator’s 
body is entirely covered to prevent burns. In like manner, 
the intense light of the arc makes it necessary for the 
welder and his assistant to wear eye shields which consist 
of four or five layers of glass of various colors. At the 
Third Avenue shops the welding was carried out in the 
basement of the truck shop, where it offered no interference 


Third Avenue Shops—Welding a Motor Shell 


to the other workmen. If such an arrangement is not pos- 
sible, the work must be done within some form of canvas 
or wooden inclosure, as the vivid flashes are certain to 
distract the attention of anyone in the same room with 
the operator of the arc, but not actually engaged in as- 
sisting him. a 
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A SPECIAL CONCRETE MIXER FOR STREET RAILWAY 
SERVICE 


The Ransome Concrete Machinery Company, Dunellen, 
N. J., has just constructed a concrete mixer particularly de- 
signed for street railway work, and in meeting the special 
requirements of that service the makers have covered a field 
hitherto largely neglected. 


Side View—Showing Skip Raised 


The notable feature of the mixer, which is shown in 
the accompanying halftones, lies in the feeding of the 
aggregate into and out of the drum along the center line 
of the machine. The driving wheels are 44 in. and the 
steering wheels 40 in. in diameter, and they have treads 
respectively Io in. and 8 in. wide, but the wheels are de- 
signed so that, if desired, flanges can be bolted to them. 
In consequence the mixer can either be run on the roadway 
alongside of the track or placed directly upon the rails. 
In either case the materials for each batch can be dumped 
into the skip from one or both sides of the track without 
unduly encroaching on the roadway. In fact, it is possible 
to unload the aggregate from a flat car on the track behind 
the mixer directly into the skip and in this way occupy no 
space, either for machine or for storage of materials, out- 
side of the ends of the ties. . 


Side View—Showing Skip Lowered Ready for Loading 


By _eliminating the usual charging hopper and_ by 
changing the form of the skip so that it can be dumped by 
a horizontal pull of the hoisting cables, as shown in the 
illustration, the over-all height has been kept down to 11 ft., 
notwithstanding the large wheel diameters. These un- 


usually large wheels serve the very important purpose of 
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permitting the machine to straddle manholes, which are 
liable to project 12 in. or more above the subgrade of an 
unfinished street. This obviates any necessity for jacking 
up the machine to clear such obstructions. There is a 
clearance above the ground, extending the full distance 
between the wheels, of 18 in., or enough to permit the 
machine even to pass over a good-sized pile of material. 


End View—Showing Delivery Chute Extended 


Distribution of the mixed concrete is eftected through a 
two-piece swinging chute which can be extended to a total 
length of 20 ft. It can be swung through an angle of 180 
deg. from a permanent pivot on the machine and can be 
set at any vertical angle desired. When fully extended, the 
chute normally takes a slope sufficient to permit a gravity 
flow of concrete of the ordinary consistency, although, of 
course, if the concrete is made up unusually stiff its flow 
along the chute has to be assisted. 

The machine is ordinarily furnished with a two-cylinder 
opposed-type gasoline engine, which was adoptéd for 
driving the mixer on account of its light weight. If de- 
sired, an electric motor, to be run from an overhead trolley, 
can, of course, be used instead. Light weight was made 
an important consideration in the design so that the 
machine could be operated without any necessity for planks 
under the wheels. For this reason the steam engine drive 
is not used. 

The mixer is self-propelled in either direction, the drum 
being thrown out of connection with the engine when the 
machine is traveling. One of the rear wheels is provided 


Side View—Showing Operating Platform 


with a jaw clutch which when thrown out frees the wheel 
and acts as a differential. 

As shown in the accompanying illustration the operator's 
platform is set at one side of the machine, and from this 
all operations are controlled, the steering wheel used for 
traveling on the road being set at one end. The engine, 


Sor 


Which drives the line shaft through a chain, is located under 
a shield below the skip runway and just ahead of the drums. 
Power for moving the machine and for turning the drum 
is taken from the line shaft through clutches, and the skip 
is hoisted by cables which are led to a windlass also coupled 
to the line shaft. The discharge chute is ordinarily 
operated from the ground so as to leave the man on the 
platform free to devote his entire attention to the operation 
of the skip hoist and to the regulation of the water supply. 

Where it is desired to draw the machine behind a trolley 
car at high speed, standard flanged wheels can be sub- 
stituted for the wide-tread wheels with removable flanges 
such as are shown in the illustrations. This substitution is 
easily made, as the driving axle is mounted in split boxes. 
This permits the removal of the wheels after the mixer has 
been jacked up a few inches. The steering wheels can be 
slipped off their axle at any time after it has been swung 
around into line with the track. 

The machine will handle from forty to sixty batches of 
approximately 34 cu. yd. each in an hour, depending upon 
the rapidity with which the materials are fed into the skip. 

The general dimensions are as follows: 


WEITER I yeaa ats vero there, Ss siatersuacay emma wreclbity heii hey anes re eee eee RR et 15,000 Ib. 
Elorse-power “of GO Sites. s0.< Viti aneeleeebiee clacele ote uzmeccre 16 

extreme theight (with (skip raised’ «tivities mie wines «celery eset: 14 ft. Oin. 
Extreme height with skip lowered W....c00- 00 ec. cairo wise oe 1, 2 ii 
TEtresmie’ WICH sic ayaie-e)ate save vcertcsuiclete ol eiacMetmeust MrenrareeLa ine rele 8 ft. 6 in. 
Lenbth ‘exclusive: of chute and Skip. ./cse queda shan esters £7 £6.. 1-in: 
Lengthy with: Skip lowered. :. so ercneisya:cvotte eekeid oie wtekeeteenieet terion 20 ft. 10 in. 


THE DIESEL OIL ENGINE 


The marked interest which is now being displayed in the 
Diesel oil engine calls attention to the possibilities of this 
machine as an economical prime-mover. The heat con- 
sumption per brake horse-power of this machine is stated 
in a recent discussion by the inventor to be from 7300 to 
8000 b.t.u. as against 12,000 to 14,000 b.t.u. consumed by 
the ordinary producer gas engine. In view of the fact that 
the heat consumption of large-size steam turbines approxi- 
mates 16,000 b.t.u. it would appear that the use of the 
Diesel engine is likely to increase very largely with the 
inevitable increasing cost of fuel. The Diesel engine con- 
sists primarily of an explosion engine used in connection 
with an air compressor. Air for the explosive mixture is 
pumped into the engine cylinder at an extremely high pres- 
sure instead of being drawn in at atmospheric pressure 
as in the case of the ordinary gas engine. The explo- 
sion is really a gradual combustion of the oil fuel. This is 
sprayed into the cylinder and burns readily in the charge of 
air which has been heated to a high temperature by the 
compression. The high pressures and temperatures at 
which combustion takes place, in addition to producing high 
thermal efficiency, permit the use of many kinds of heavy 
oils. Tarry products do not affect the machine in the same 
way that they do the ordinary gas engine. Experiments 
are being carried on continually to determine the possibili- 
ties of the use of various fuels which heretofore have been 
considered too heavy to be commercially useful. It is re- 
ported, in fact, that extremely good results were obtained 
recently by a Diesel engine using an oil extracted from 
peanuts. 


Instead of using the customary brass or bronze motor 
axle bearing lined inside with babbitt, the Coney Island & 
srooklyn Railroad uses bushings of solid Sampson metal 
poured in a mold which is accurately turned to the axle 
size. This results in a considerable saving in machine 
work as the new bearing linings are applied direct after 
pouring. The necessity for tinning the usual brass body 
of the bearing is also avoided. In service the metal is 
found to have sufficient strength and toughness to with- 
stand the pounding due to the weight of that part of the 
motor carried on the axle. 
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News of Electric Railways 


The Problem of Adequate Transit in Cleveland 


In an address which he made recently before the Cleve- 
land Real Estate Board W. R. Hopkins, president of the 
Cleveland (Ohio) Rapid Transit Railroad, which proposes 
to build an underground railway in Cleveland, reviewed 
the general traffic situation in that city, referring to the 
severe conditions which the Cleveland Railway has had 
to face and to plans of the company which he represents. 
He said in part: 

“There remains one serious obstacle to large growth in 
Cleveland, and that is the inadequacy of our transportation. 
The natural condition that made Cleveland a waterfront 
city and put the business part of the city roo ft. above 
the water created a situation that made it practically im- 
possible for us to develop like Pittsburgh and New York. 
In Cleveland the street railway lines have always had to 
carry the entire load of all that business which normally 
would be shared to some extent by the steam railroads. 

“Tt has been Cleveland’s good fortune to be made the 
center of a most wonderful interurban railroad develop- 
ment. But, so far as the city surface lines are concerned, 
that very development has added enormously to the burden 
which they must carry, so as the final result we probably 
put more traffic on the surface lines than any other city 
similarly situated. 

“On the other hand, all that has resulted in the develop- 
ment of a most remarkable system of city surface lines. 
There is nobody who has studied transportation to any ex- 
tent but must realize that the surface lines are probably 
giving more service and better service for less money 
than any other system in the world ever gave to any com- 
munity. But the fact remains that the growth of the 
city has exceeded that service under present conditions. 
The surface lines alone cannot carry properly the load 
which it is sought to compel them to carry. In the two 
years from 1909 to 1911 the number of passengers carried, 
including transfers, increased 35 per cent. Last year the 
company carried 262,000,000 passengers and it is safe to 
say that the lines have reached the point where this growth 
is not a source of additional profit. I think it was dem- 
onstrated as a matter of fact, if not of law, that the busi- 
ness done in Cleveland on a 3-cent fare is done at a loss. 

“There are only two kinds of transit that will afford re- 
lief in Cleveland. One is an elevated railroad, which would 
not be considered in Cleveland and would not meet the 
proposition, and the other is a subway. It seems perfectly 
feasible to construct subways from the Public Square to 
the city limits, starting, as we necessarily must at first, 
on the East Side, taking Euclid Avenue and Superior Ave- 
nue, putting them into operation, and putting the others 
into operation as soon as time shows the results, and 
when the bridge is built over the river. We think that 
we can save from twelve to twenty minutes to every per- 


son who uses the proposed subway, and still operate in’ 


such a way as to leave to the surface railways their logical, 
natural, profitable short-haul business. We also think that we 
have arranged to take care of the interurban railways 
adequately and provide for their entrance over our lines.” 


Report of State Industrial Commission in Milwaukee Case 


The State Industrial Commission of Wisconsin, of which 
C. H. Crownhart is chairman, has concluded as follows the 
report of the study of conditions of service made by it as 
the result of a formal petition by the employees of The 
Milwaukee Electric Railway & Light Company, Milwau- 
kee, Wis.: 

“In giving the commission authority to make investiga- 
tions of this character, the Legislature undoubtedly desired 
authentic information upon which to base future legislation, 
and in order that the public may be in possession of all the 
facts affecting public welfare. The commission is of the 
opinion that labor conditions should be reasonably satis- 
factory under public service corporations. The standard 
should be high enough to satisfy enlightened public opinion. 


The public have to pay a rate sufficient to guarantee the 
public utility a fair return on the capital invested. 

“In fixing rates for public utilities we are assured that 
the Railroad Commission includes in the operating expense 
accounts a reasonable wage based on reasonable hours of 
service. The public desires efficient service, and this in- 
cludes safety, health and comfort of employees. This being 
true, so long as the burden of maintaining such conditions 
is shifted to the public, no utility should hesitate to make 
its labor conditions fair and reasonable. 

“This commission has no desire to consider questions of 
policy adopted by the company so long as the policy of 
the company assures to the employees reasonable labor 
conditions. In passing we may say that some method 
whereby employees may present their collective grievances 
ought to be found by a company employing such a large 
number of men. It is a matter of common knowledge that 
the individual employee in such a company cannot secure 
a fair hearing. He cannot deal with the company on any- 
thing like even terms. He can only ‘submit to direction, 
right or wrong. 

“When employees have no system whereby their wrongs 
may be collectively presented, the tyranny of the petty 
official develops. Such abuses are illustrated by the acts 
of petty officers of the company in forcibly taking badges 
from employees. Violence of this character begets violence 
in turn and tends to create a disrespect for law and order. 
The system of spying on employees when off duty is repul- 
sive to our ideas of citizenship. A company properly man- 
aged will not maintain such a system for long. 

“A sick benefit scheme, an old age or service pension 
system, the welfare plans of the company, all being devel- 
oped, are attempts on the part of the company to improve 
conditions. These plans have not been under way long 
enough to determine their measure of success. They should 
be promotive of better relations between employer and 
employee. 

“On account of the steady employment through the year, 
the total earnings of street railway employees compare fa- 
vorably with those of other occupations. This advantage, 
however, is sacrificed by the excessively long hours out of 
the twenty-four per day that men are required to be at 
work or on hand. 

“Whether men are compelled by the company or by 
their own necessities or ambition to work continuously with- 
out a day off for several months can make but little differ- 
ence from the standpoint of public welfare. A wholesome 
public opinion condemns such conditions, and the public has 
generally reached the conclusion that at least one day in 
seven should be guaranteed for rest, recuperation and the 
duties of society. When this continuous work is combined 
with a daily platform duty exceeding ten hours in three- 
fourths of the cases for regular men, the strain is too great. 

“A provision increasing the number of days off, with a 
maximum platform duty of ten hours, would require an 
increased force of men. This would require an increase in 
the rate of pay per hour in order that the men might earn 
the same wages that they earn now. An increase of 2 cents 
per hour spread over the 1,359,000 car hours of the vear 
1otr for both motormen and conductors would amount to 
$82,360 per year. Such an increase should to a large extent 
be offset by a reduction in hours and increase in days off. 

“When men are required to report for work they should 
have work or else be paid a minimum amount for the time 
that the company has required of them. A rule of the com- 
pany that when a man is called out he should have at least 
the pay of a common laborer for a day’s work, whether his 
assignment amounts to that much or not, would not in- 
crease the expense of the company appreciably. It would 
simply require more care and foresight in arranging the 
work, so that men would not be called unless work were 
provided. <A five-hour minimum would affect 21 per. cent 
of the extra runs, and an eight-hour minimum would affect 
33 per cent. This company and its 4,000 employees occupy 
a large place in the industrial welfare of the State. It is 
to the interest of all our citizens that harmony exist be- 
tween the company and its employees, that the service 
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standard should be high and that labor conditions should 
be of the best. For this relation, this service and for Such 
labor conditions the citizens are undoubtedly willing to pay 
a reasonable rate.” 

Ordinances limiting the hours of employment for motor- 
men and conductors employed in Milwaukee to ten hours 
a day, and providing that men employed as motormen shall 
serve an apprenticeship of seventy days have been intro- 
duced in the Common Council. The measures have been 
referred to the judiciary committee. 


Use of T-Rail in Connecticut Approved 


The Public Utilities Commission of Connecticut has ruled 
as follows in regard to the petition of the city of Norwalk 
to require the Connecticut Company to lay girder rails in 
certain specified streets in Norwalk: 

“The commission feels that the wishes of the city, other 
conditions being equal, should have the preference, as the 
railway operates its cars in the city for the benefit and ac- 
commodation of the traveling public. There are undoubt- 
edly decided operating advantages to the company in the 
use of the T-rail, and while there has been more or less of a 
demand by municipalities for the grooved rail, due largely 
to poor paving, there is, in our opinion, a growing tendency 
on the part of the municipalities generally, and engineers 
in particular, to favor the heavy T-rail with brick or prefer- 
ably wood-block pavement. 

“While we do not approve of the relaying of the present 
rail (as we have no evidence indicating its weight or size) 
we believe, taking into consideration the width and grade 
of the streets and the volume and character of travel, that a 
7-in., 95-lb. T-rail of the Shanghai pattern, so called, laid in 
connection with the new wood-block pavement on the 
streets mentioned in the petition, will meet the public needs 
and ultimately give satisfaction as good as or even better 
than the grooved rail, provided a proper pavement is laid 
and maintained, which the city, by statute, can require and 
enforce the company to do. 

“In the petition filed by the company for approval of 
method of construction on West Avenue the commission has 
this day issued an order designating the type of rail to be 
laid in accordance with the views stated in this opinion. In 
connection with the paving on the other streets mentioned 
in the petition we designate the use of a similar rail, namely, 
a 7-in., 95-lb. T-rail of the Shanghai pattern.” 


Brief Presented in Detroit Rental Suit 


Corporation Counsel Lawson of Detroit, Mich., on May 
I, 1912, submitted his brief to the attorneys of the Detroit 
(Mich.) United Railway in the appeal taken to the Supreme 
Court involving the collection of an additional $200 a day 
rental for the occupancy of Fort Street by the company 
with one of its lines. The brief states that the company 
by continuing to use the street after the expiration of 
the franchise and after the adoption of the resolution pro- 
viding for the rental accepted the terms made by the city. 
Mr. Lawson states that the presumption is always against 
perpetuity. He denies that the ordinance passed in 1906 
was intended to extend the rights of the company. No 
grant can be implied from doubtful or ambiguous” lan- 
guage. The contention that a court of equity has no juris- 
diction is also denied. 

The United States Court granted the company thirty 
days more in which to complete its testimony in the litiga- 
tion over the Hally ordinance, but indicated that the case 
must proceed to trial on June 3, whether or not the evi- 
dence has all been presented. The case was filed about 
four years ago, and for various reasons the trial has been 
delayed from time to time. Some months ago the court 
ruled that the company had a right to present evidence as 
to the reasonableness of the terms embodied in the or- 
dinance, and this is the work that delayed matters the 
last time. It is said that the company will contend that 
the fare of 3 cents and the other conditions imposed by 
the ordinance are confiscatory. 

City Accountant Bullock on May 6, Tie, turned over to 
the committee on judiciary of the City Council a formal re- 
port in regard to his investigation of the books and records 
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of the Detroit United Railway to ascertain the earnings of 
the company from the freight and express business inside 
the city limits. Mr. Bullock has confirmed the figures of 
A. E. Chambers, his assistant, and states that the gross earn- 
ings are $4.84 per car per round trip, which is ‘even less 
than the company reported. Mr. Bullock said that the com- 
pany has agreed to furnish data from which a statement of 
the business can be prepared, An approximate conclusion 
in regard to the net earnings has already been reached, 
and Mr. Bullock thinks the figures will show an average of 
not more than $1.83 per car per round trip. The city is now 
receiving $1 per car from the company. 


B. J. Arnold to Report on Interurban Railway Conditions 
at Cincinnati 


_ Bion J. Arnold, Chicago, Ill, has been retained by tne 
interurban finance committee, organized to represent the 
civic societies and business interests of Cincinnati, Ohio, 
to study conditions in that city and report a plan for a 
rapid transit entrance into the heart of the business sec- 
tion for the interurban railways. The retention of Mr. 
Arnold follows an investigation made by a committee ap- 
pointed by Mayor Hunt some time ago, with William 
Proctor as chairman. This committee decided that the 
work which had been assigned to it should be committed 
to the hands of an expert engineer with authority to work 
out a complete plan. Improvements are to be maue within 
a short time upon that portion of the canal which is leased 
by the city, and the business men desire to settle the 
interurban matter at once so that in case the canal can 
be used for both boulevard and rapid transit purposes, 
the improvements which are necessary may all be made 
at the same time. 

The meeting at which the decision to retain Mr. Arnold 
was reached took place in Mr. Proctor’s office on May 3, 
1912. At the same time the rapid transit commission was 
formed with George F. Dieterle as chairman, James P. 
Orr as vice-chairman, Rutherford H. Cox as secretary and 
Edward A. Seiter as treasurer. It was found that $15,000 
would be required to make the survey and prepare the 
plans. This money will be contributed by the business 
DRE. 

Mr. Arnold will be asked to begin the work at once and 
to report early in the fall if possible. The interurban rail- 
ways terminate now near the city limits. 

The inquiry to be conducted by Mr. Arnold has nothing 
whatever to do with the investigation of local conditions 
surrounding street railway service which is being made by 
R. W. Harris, of the engineering staff of the Railroad Com- 
mission of Wisconsin, to which reference was made at 
length in the Erecrrtc RatLway Journat of March 23, 1912, 
page 481. The problem which confronts the city in regard 
to the interurban railways is more of an engineering prob- 
lem, while the work of Mr. Harris is along the lines of 
investigating traffic conditions. 


First Electric Railway Subsidy by Dominion Government. 
—The Lake Erie & Northern Electric Railway, Brantford, 
Ont., to which a subsidy from the Dominion government 
has been granted to build an electric railway from Brantford 
to Port Dover, is said to be the first Canadian electric rail- 
way to receive a subsidy from the government. 


Argument in New York Subway Suits.—The Appellate 
Division of the Supreme Court in Brooklyn has set May 
14, 1912, as the date for argument on the appeal from Jus- 
tice Blackmar’s decision denying an injunction to prevent 
the city’s making contracts with either the Brooklyn Rapid 
Transit Company or the Interborough Rapid Transit Com- 
pany, which would involve preferential payments to either 
company in connection with new rapid transit routes. 


Pittsburgh Improvement Ordinance Amended and Re- 
passed.—The City Council of Pittsburgh, Pa., has passed 
the two franchise ordinances drawn up to overcome the 
objections expressed by Mayor Magee to two previous 
ordinances passed by the Council but vetoed by the Mayor. 
The new ordinances were taken up on the recommendation 
of the committee on public service and surveys and passed 
under suspension of the rules. One grants franchises to 
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the Pittsburgh Railways during the term of the “Hump 
improvement” work on Tunnel) Street, and the other at 
the upper end of Diamond Street. 

New York, Westchester & Boston Railway Changes 
Approved.—The Board of Estimate and Apportionment of 
New York has acted favorably on the form of contract for 
a change in the main line of the route of the New York, 
Westchester & Boston Railway between the southerly 
terminus of the route at the Harlem River and a point 
between 134th Street and 135th Street, east of Willow 
Avenue, in the Bronx. The board has also approved a form 
of contract granting the company an extension of time until 
Aug. 2, 1912, to complete the construction, maintenance 
and operation of its railway from the northerly boundary 
of the city of New York south of East 174th Street in the 
Bronx. 

Bids Opened for Another New York Subway Section.— 
Bids were opened on May 7, 1912, by the Public Service 
Commission of the First District of New York for the 
construction of Section 14 of the Lexington Avenue sub- 
way, from East 129th Street, under the Harlem River, to 
East 135th Street, New York. Bids were received on three 
types of tubes under the river. Type K was for four steel 
tubes laid in concrete, Types H and L for cast-iron tubes, 
Type H being for two pairs of tubes each laid in its own 
concrete, and Type L for four tubes laid in concrete. 
When this contract is awarded all the Lexington Avenue 
subway from Fifty-third Street to 157th Street will be 
under contract. 


Canadian Pacific Railway Electrification.—The plans for 
the electrification of the Rossland division of the Canadian 
Pacific Railway in British Columbia are being concluded. 
The section to be electrified will extend from Rossland to 
Castlegar Junction. From Smelter Junction to the end of 
the section at Rossland, 10.6 miles, is one long continuous 
grade. The length of the Rossland subdivision is 29.3 miles. 
With sidings and yard track the total trackage which it is 
proposed to electrify is 43 miles. Freight traffic is now 
being handled by five steam locomotives, but it is stated 
that only four 70-ton to 80-ton electric locomotives will be 
installed. Power will be obtained from the West Kootenay 
Power & Light Company at 50,000 volts. 


Magnitude of Improvements in San Francisco.—Charles 
N. Black, vice-president and general manager of the United 
Railroads, San Francisco, Cal., said recently in reviewing 
the work of that company: “Since the fire in April, 1906, 
this company has spent for new equipment and construc- 
tion more than $10,000,000, the greater part of which has 
been distributed for labor and supplies purchased in San 
Francisco. During the next four years I estimate that the 
growth of the city will require equipment approximating 
$4,000,000 in cost, and this estimate includes no provisions 
for extensions and terminals to handle the exposition traf 
fic or for any extensions to the existing system, which it is 
impossible to finance under the present charter of the city 
and county.” 


A. I. E. E. Convention at Schenectady.—A special meet 
ing of the American Institute. of Electrical Engineers is 
scheduled to be held at Schenectady, N. Y., on May 17, 


1912, under the auspices of the Schenectady Section. There 
will be two sessions, one in the morning and one in the 


afternoon. Altogether ten papers will be read. Of these 
three relate to electric railway practice, as follows: “Stud- 
ies of Protection and Protective Apparatus for Electric 


Railways,” by E. E. F. Creighton, F. R. Shavor and R. P. 
Clark; “Some Impressions of the Electric Traction Situa 
tion in Europe,” by C. E. Eveleth; “Freight Train Tests on 
an Electric Interurban Railway,” by S. T. Dodd. A num- 
ber of entertainments have been arranged for the afternoon. 
In addition, the officials of the American Locomotive Works 
and the General Electric Company have extended to visit- 
ing members the privilege of inspecting the local plants of 
these companies. There will also be demonstrations of sev- 
eral new types of electric railway cars. 


Investigation of Service in Albany.—The United Traction 
Company, Albany, N. Y., has been directed to file with the 
Public Service Commission of the Second District of New 
York on or before May 15, 1912, a statement showing all 
improvements, general repairs, changes in routing, service 
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and facilities, and all changes in rules, regulations, practices 
and methods of.operation, which it intends to make during 
1912, with the dates on or before which same will be un- 
dertaken. C. R. Barnes, electric railroad inspector of the 
commission, has been detailed to make all necessary ex- 
aminations and submit a full report to the commission, the 
work to commence as soon as may be practicable. The 
commission has dismissed the complaint of the South End 
Business Men’s & Taxpayers’ Association of Albany against 
the United Traction Company. This complaint asked 
chiefly that the Rensselaer cars be routed through South 
Pearl Street in Albany, and that part of the Albany-Troy 
interurban cars be routed through North and South Pearl 
Semeeias 

Spring Meeting of the A. S. M. E.—The date for the 
spring meeting of the American Society of Mechanical En- 
gineers at Cleveland, Ohio, has been changed to May 28-31. 
The professional sessions will be held in the hall of the 
Chamber of Commerce. Among the papers which will be 
presented during the meeting are the following: “A New 
Analysis of the Cylinder Performance of Reciprocating En- 
gines,” by J. Paul Clayton; “Strength of Steel Tubes, Pipes 
and Cylinders Under Internal Fluid Pressure,” by Reid T. 
Stewart; “On the Control of Surges in Water Conduits,” 
by W. F. Durand; “Speed Regulation in Hydroelectric 
Plants,” by William F. Uhl; “The Present State of Devel- 
opment of Large Steam Turbines,” by A. G. Christie; “A 
Discussion of Certain Thermal Properties of Steam,” by 
G. A. Goodenough; “The Reduction in Temperature of Con- 
densing Water Reservoirs Due to Cooling Effect of Air 
and Evaporation,” by W. B. Ruggles; “Results of Tests on 
the Discharge Capacity of Safety Valves,” by E. F. Miller 
and.A. B. Carhart. 

Electric Railways in Georgia——The following reference 
is made to the electric railways in Georgia by the Railroad 
Commission in its annual report for 1911: “What has been 
said as to the continued prosperity and growth of the busi- 
ness of steam railroads in Georgia, it is gratifying to note, 
can be said of street railroads in our cities. The past year 
has been the most prosperous in their history, and their 
patronage is rapidly increasing year by year. This is due 
not alone to increase in urban and suburban population, 
but, in our opinion, to improved facilities and service and 
to the ability of the public to do more riding. There are 
ten electric railway systems in operation in as many cities 
in Georgia. During the past year these ten roads hauled 
94,262,623 passengers, 78,110,241 of whom were revenue pas- 
sengers and 16,152,382 were transfer and non-revenue pas- 
sengers. According to the 1910 United States census, the 
population of the cities served by these companies was 379,- 
666. This would indicate an average of 224 street car trips 
per annum for each resident of these cities.” 

Grade Crossing Proceedings Suspended.—The New York 
Public Service Commission, First District, has adopted a 
resolution suspending indefinitely pénding proceedings for 
the elimination of grade crossings, as the Governor has 
vetoed a further appropriation for this work. The last 


_ Legislature appropriated $350,000 as the State’s quota for 


grade crossing elimination in New York City. This appro- 
priation, however, was vetoed by the Governor on the ground 
that there was already an unexpended balance from previous 
appropriations in the treasury. While unexpended, this bal- 
ance had already been allotted by the commission to grade 
crossing work now in progress, but as the law provides that 
the State money shall not be paid until the work is com- 
pleted, it necessarily remains in the treasury. The commis- 
sion had counted upon an additional appropriation for this 
year and had initiated proceedings for elimination work to 
cost about $1,400,000. As the State pays only one-quarter 
of the cost, an appropriation of $350,000 this year would have 
enabled the commission to close these proceedings and 
order the work done. i 


Prospects for Service on San Francisco’s Municipal Line. 
—On April 30, 1912, the Board of Supervisors of San Fran- 
cisco, Cal., directed that a notice be sent the Geary Street, 
Park & Ocean Railway to cease the operation of its cars at 
the close of business on May 4, 1912, as the tearing up of the 
tracks and the laying of the track for the municipal railroad 
was to begin. In commenting on this action the San 
Francisco Chronicle said editorially in its issue of May I, 
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May II, 1912.] 


1912: “It is announced that the Geary Street cars will stop 
running on May 5, but we are not informed when the new 
system which is to supplant the old cable line will be in 
operation. Perhaps it is just as well that no promises are 
made, for it is doubtful whether any one would believe them. 
There have been so many disappointments in the past that 
confidence has vanished and the people are content to wait 
and see. * * * By the time the Geary Street road is 
ready for operation the original estimates of the cost of con- 
struction will probably be exceeded threefold, and for the 
enormous expenditure the chances are nine out of ten we 
shall have a poorly constructed and miserably equipped 
street railway which will be sure to be badly managed and 
bring discredit on the community.” r 


New Law in Regard to Stock Certificates.—Governor Dix 
of New York has signed the bill allowing stock companies, 
other than railroads and public service corporations, the 
right to issue stock without the dollar mark. The act 
becomes effective immediately. The bill to amend the 
corporation law permitting the formation of certain busi- 
ness corporations having capital stock divided into shares 
without assignment thereto of any value in money, and 
the issue of stock certificates representing merely propor- 
tionate interests in the entire capital stock without the 
indication of any nominal or par value in money, was 
introduced by Mr. Phillips in the Legislature of 1900, and 
passed both houses, but failed to receive the approval 
of Governor Hughes. In 1010 the matter was taken up 
anew and the new measure was incorporated in Assembly 
bill No. 1194, introduced by J. S. Phillips in the As- 
sembly upon March 11, 1910, and passed April 27, 1910, 
but was lost in the Senate. The matter was brought up 
again at the Syracuse meeting of the NewYork State 
Bar -Association in January, 1911, and for the third time 
received the approval of the association. The bill thus 
sanctioned was introduced by Senator Bayne and passed 
the Senate, but failed to be reached in the Assembly. 


Proposed Water Power Bill in Wisconsin—The new 
water power bill which is to be submitted to the Legisla- 
ture of Wisconsin at a special session differs fundamentally 
in its underlying theory from the law of the last Legislature 
which was declared unconstitutional by the Supreme Court. 
The new bill is not founded upon State ownership of water 
powers, but recognizes private ownership and the rights of 
public use under regulation. The bill provides that dams 
may be built across navigable rivers to improve navigation 
and to develop hydraulic and electric energy, after approval 
of the plans is given by the Railroad Commission. Public 
hearings are to be held upon each application, and complete 
maps and profiles showing the lands that may be affected 
must be submitted to the commission before the work is 
commenced. The commission is to have power to inspect 
the dam aiter completion to see that all requirements have 
been met. All hydraulic power developed by such dams 
is to be converted into electricity for sale to the public; 
that is, all dams to develop power are to be regarded as 
public utilities and subject to commission jurisdiction and 
to purchase by the State. In determining the compensa- 
tion to be paid by the State no allowance is to be made 
for any franchise or franchise rights. 


PROGRAMS OF ASSOCIATION MEETINGS 


Central Electric Railway Traffic Association 


The next meeting of the Central Electric Railway Traffic 
Association will be held at the Beckel Hotel, Dayton, Ohio, 
on May 15. The association will not meet in June on 
account of the summer outing and meeting of the Central 
Electric Railway Association. 


Central Electric Railway Association 


A. L. Neereamer, secretary of the Central Electric Rail- 
way Association, reports that an elaborate program Is being 
prepared for the annual outing and meeting of the asso- 
ciation, which will be held at Cedar Point, near Sandusky, 
Ohio, on June 12, 13 and 14. The Central Electric Railway 
Accountants’ Association will meet at the same place on 


June 13 and 14. 
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Financial and Corporate 


Stock and Money Markets 

: -— May 8, 19012. 

Trading to-day in the securities listed on the New York 
Stock Exchange was less active than yesterday and the 
range of price fluctuations was narrower. There was no 
pressure to sell and very little anxiety to buy. New York 
City Railway adjustment bonds sold to-day at 52%, as com- 
pared with 50% a few months ago. The new Third 
Avenue adjustment income 5’s were quoted at 70 to-day, 
whereas they sold at 80% when first traded in on the Ex- 
change. The refunding 4’s of this company have sold down 
from 86 to 8234. Rates in the money market were: Call, 
234 to 3 per cent; sixty days, 3 to 3% per cent. 

In the Philadelphia market interest centered in the secu- 
rities of the Philadelphia Electric Company, the stock sell- 
ing at another new high record price. 

In the Chicago market trading was dull to-day, and the 
volume of bond transactions was small. 

In the Boston market trading was influenced by the pend- 
ing legislation for the merger of the Boston & Maine Rail- 
road with the New Haven Railroad. 

In the Baltimore market sales were recorded of stock 
of the United Railways and the Virginia Railway & Power 
Company and of Norfolk & Portsmouth Traction Company 
5’s and United Railways incomes. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


May 1. May 8. 
American Brake Shoe & Foundry (common)......... a96 a96%4 
American Brake Shoe & Foundry (preferred)........ al3534 al36% 
American Cities Company (common).........++..<- 3114 oa 
American Cities Company (preferred)..........+.20++ 82% eS 
American Light & Traction Company (common)...... a300 a301 
American Light & Traction Company (preferred)....a109 alld 
American Railways ‘Companyor «a. cut oclectae onteicheleare a44 a44 
Aurora, Elgin & Chicago Railroad (common)........ 46% at6y 
Aurora, Elgin & Chicago Railroad (preferred)...... a87 8634 
Boston Elevated Railway cas cm oaeasncresied ag Goon mr al29 al128 
Boston Suburban Electric Companies (common)...... al5 aks 
Boston Suburban Electric Companies (preferred).... a81%4 a81% 
Boston & Worcester Electric Companies (common).... al0% al0% 
Boston & Worcester Electric Companies (preferred).: a50 2 
Brooklyn Rapid Dransit Company, 2. o...5- 2... oer 83% 82% 
Capital Tsaction, Company, Washington... 2... «+. al28 128 
Chicagor @rty, Railways ..ciyecciscet oe fine acter tere operas 190 al190 
Chicago Elevated Railway (common)..............+- 40% a40 
Chicago Elevated Railways (preferred).............. 94 a93 
Chicago Railways, picptg.,) (Cth. Discs cise osteelemiate =a a93 a95 
Chicago, Railways, pieptg. ,eGte. 2c ervapstonste claret tere/y oneal a3234 a33 
Ghicagco Ratlwavys. piepte., ctl. tol. cet orme decree eretets al0 al0% 
Chicago) Railways, piepts.,, Ctht 64 tere. -1eresateret ay-tetecyctai 6 a5 
Cineinnatiy Street (Railway ale cue cants suscmerew elena areca al130 al130 
Glewelaia © aviary secs cle e.c0 @ cle sta chat iene. Sect cartels, weiter 10434 al05% 
Cleveland, Southwestern & Columbus Ry. (common)... *434 a5 
Cleveland, Southwestern & Columbus Ry. (preferred)... *32 a32 
Columbus Railway & Light Company. )...5- 7 2... a55 a55 
Golumbus Railway. (common) <). 6: oiclsieiely ater ote siete 80 80 
Columbus Railway (preferred)... 200 - crernese ie wp ee se a94 a4 
Dayton Street Railway (common)............sseeee- a25 a25 
Dayton Street Railway (preferred)...........++.-.-. al00 al00 
Denver & Northwestern Railway... ....-0cnswcesesre S135 135 
Detroit. Wired Railwaryscc csc sraaateie ters tore tetts a75 a70 
General Flectric: Company... in. =e comes sis.eidsinals 169 167 
Georgia Railway & Electric Company (common)...... al27 al27 
Georgia Railway & Electric Company (preferred).... a86% 86% 
Interborough Metropolitan Company (common). ‘ 19% 18% 
Interborough Metropolitan Company (preferred).. . 5734 oo 
International Traction Co. 4% bonds, rcts............ 275 As} 
Indiana Union Traction Company........cseeceeseees 7 a7 
Kansas City Railway & Light Company (common).... a21 age 
Kansas City Railway & Light Company (preferred).. 50 a52 
Lake Shore Electric Railway (common).........+.+-- ere a7 
Lake Shore Electric Railway (1st preferred)......... eal a91y% 
Lake Shore Electric Railway (2d preferred)......... *24 age 
Manhattan Railway ........-. be dope esicee es caw eacees al38 al37 
Massachusetts Electric Companies (common)......... a21 al9 
Massachusetts Electric Companies (preferred)....... a95 4 a93t4 
Milwaukee Electric Railway & Light (preferred)....*105 al04¥ 
Norfolk Railway & Light Company...........s++see. 27, aE 
North American Company.........eseseacesnsecrens . 83% 8154 
Northern Ohio Light & Traction Company (common).. a65 a67% 
Northern Ohio Light & Traction Company (preferred). 99 al02% 
Philadelphia Company, Pittsburgh (Preferred)... swan a53 a53 
Philadelphia Company, Pittsburgh (common)......... ad4 a44 
Philadelphia Rapid Transit Company........++.sse+5 a23 a22%4 
Portland Railway, Light & Power Company......... 68% 68% 
Public Service Corporation......ccceeeee cece neeenes alll% alll% 
Third Avenue ng a gees Mork. S074 
Tole Railways & Light Company : 
pee oie Rapid Transit Co., Minneapolis (common) .al06™% al06 
United Rys. & Electric Company (Baltimore).......- a23% a22% 
United Rys. Inv. Co. COCOMMMOM escort suse ce smaters 34 a33 7% 
United Rys. Inv. Co. (preferred) .......-eee rere eens aol 
Virginia Railway & Power Company (common)...... 48% 49 
Virginia Railway & Power Company (preferred).... 88 88 
Washington Ry. & Electric Company (common)....-. a84y 84% 
Washington Ry. & Electric Company (preferred).... as oe 
West End Street Railway, Boston (common).......-. a84%4 asd 74 
West End Street Railway, Boston (preferred)....... al01% 1004 
Westinghouse Elec. & Mfg. (SOP artetecieh tere Vater ecmeene 76 es A 
Westinghouse Elec. & Mfg. Co. (1st preferred)...... 120 al22 


*Last sale. a Asked. 
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ANNUAL REPORTS 
United Railwayeutavesement Company 
The statement of Lacon Can pent and loss of the United 
Railways Investment Company for the year ended Dec. 31, 


1911, shows the following: 


ryvaderrdsS Om SLOCK OWE ose 0. cee civ ielore ese aie) give) vielsioel seein s)(e)a le lehesieie 


Interest on bonds owned.........-. MopeuGuDoUIaGo GU. aomoura oD 13,500 
Interest on loans and accounts receivable........+-+e++eeeees 77,616 
Interest on bank balances........- SP Reece PN en creed Meret ei ey et cs 747 

AMO tialll  avecowattuor ard cassbasor cov. ¢ corse heute ee cg Fete inboy ae teehee eae mates $2,136,535 
GRfoyaall cba Keic(Sclowiars 6 lng ole cia6 Gas eats ofgea chao do oo. che cen com aie anti Que 70,536 
Ray dat lateyeyoe qe anaes gen Ola kO ODM aR eA OIC Oe OD Omato OFC 4 WEAR ibe 
INetunconle LOE te. Vy Calie chajestaretcouslsteisteaicistecrs-ielelisiaiate sttalalintlelehahel = $840,826 


Profit and loss surplus at beginning of year..........+.-+.-«+- 2.368,779 


Isioyahe Epa tal MloKemmendorty CUOMO, 545 conaduugodadnde so eddanon de «+ $3,209,605 
Profit and loss charge—balance of discount on 6 per cent serial 

ALOE: Od! fb DOR mierruntnaaletnls ale ah vite Wusanitea epeietal stat aise ats Gaanels hata tereh ety 99,375 
Pronteand loss, surplusy Dees silly Oiler ant ae yeti le scene 1 poy Osca0 


Mason B. Starring, the president, says in part in his 
statement to stockholders: 

“Tn February last there was compiled and sent to you a 
circular giving in much detail facts and figures with regard 
to the Philadelphia Company. Inasmuch as | have at pres- 
ent nothing to add to the statements contained in said 
circular, and as the fiscal year of that company did not end 
until March 31 last, and its annual report will not be com- 
pleted for some weeks, it has been decided not to include 
its income account and that of its affiliated companies in 
my report for this year, but instead thereof to send the 
full report of the Philadelphia Company, when published, 
to stockholders of the United Railways Investment Com- 
pany, thus bringing their information in that regard down 
to the latest practicable moment. So far as I am at present 
advised regarding the principal facts to be included in that 
report, the showing may be expected to be gratifying. 

“The income account of the United Railroads of 
San Francisco for the year ended Dec. 31, 1911, prepared 
and audited by Haskins & Sells, certified public accountants, 
shows the gross earnings of that company to have increased 
$232,647, while the net earnings increased $254,947 over the 
previous year. 

“The advance monthly reports of the United Railroads 
of San Francisco show that the gross earnings of that 
company for the first three months of 1912 exceed earnings 
for the first three months of 1911 by $139,358, and that the 
net earnings exceed those for the same period of last year 
by $153,869; in other words, more than every dollar of the 
increase in gross earnings was saved to the company and 
reflected in its net earnings. The gross earnings of this 
property for 1911 exceeded, by 11% per cent, the gross earn- 
ings of the year prior to the fire of 1906, and the results 
from the operation of these properties are now fully justi- 
fying your judgment in authorizing the use of the Invest- 
ment Company’s funds for the conservation of the railroads 
following the many disasters which succeeded each other 
so closely after the earthquake and fire. A committee of 
your board of directors consisting of Patrick Calhoun, pres- 
ident of the United Railroads of San Francisco; George W. 
Bacon, of Ford, Bacon & Davis, engineers; James H. Reed, 
president of the Philadelphia Company, and your president 
made an inspection of your California properties in Novem- 
ber last and found them well maintained, with excellent 
prospects for an increase of their gross and net earnings. 

“It is confidently anticipated that the opening of the 
Panama Canal, to celebrate which the Panama-Pacific ex- 
position will be held in San Francisco in the year rots, will 
certainly mean increased earnings for your properties. The 
railroads now have a sufficient supply of power, admirably 
regulated, and delays to traffic and operation incident to an 
irregular or intermittent power supply have been practically 
eliminated by the adequate and regular supply furnished 
by the Sierra & San Francisco Power Company. 

“The Sierra & San Francisco Power Company is growing 
steadily and finding a market for its surplus power, and in 
my opinion many years will not elapse before it becomes 
a source of substantial revenue to your company. 

“Dividends upon the common stock of the Philadelphia 
Company were paid during: the year to11 to the amount 
of 7 per cent, which included an extra dividend of 1 per 
cent, the regular dividend being 6 per cent. From the 
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present outlook it may reasonably be expected that the 
Philadelphia Company will, at’ an early date, place its 
common stock upon a regular dividend basis of 7 per cent, 
payable 134 per cent quarterly. 

“Seven per cent dividends upon the first preferred stock 
of the United Railroads of San Francisco were paid during 
1911; since July 1, 1908, the company has paid continuously 
7 per cent per annum upon this stock, all of which is 
owned by your company. 

“The Sierra & San Francisco Power Company has as yet 
paid no dividends. ; 

“With regard to dividends upon the preferred stock of 
the United Railways Investment Company, I beg to call 
your attention to the fact that the terms of the ‘preferred 
stock dividend certificates’ provide specifically that no cash 
dividends shall be paid while said certificates remain out- 
standing and unpaid, also that the agreement under which 
the 6 per cent serial notes of 1908 were issued provides that 
no dividends shall be paid until 50 per cent of said notes 
have been paid. The original issue of notes was $3,500,000, 
of which up to the close of the last fiscal year $1,200,000 
have been paid; $200,000 more were paid Feb. 15, 1912, so 
that there now remain outstanding only $2,100,000; $200,000 
of the notes will mature Aug. 15, 1912, and $200,000 more 
on Feb. 15, 1913, after the payment of which the terms of 
‘agreement regarding them will cease to prohibit dividends. 

“The ‘discount on 6 per cent notes of 1908—$90,375, as 
per balance sheet of Dec. 31, 1910, has been written off 
against surplus and eliminated from annual consideration.” 

The statement of income of the United Railroads of San 
Francisco for the year ended Dec. 31, 1911, follows: 


Gross earnings: 


PASS CTEP sc aczys ark Wars 2, clishatee memere Saas Sines «asl Sie aia iee ere $7,836,136 
NGWECHSING | Ga o.d0c vote Ca ea mee cea Bie a vio oat ae eet 50,000 
ST OFAL. csc. wats 0 + At rmaual ers ote RMR Te od get wit ee 


Operating experses and taxes: 
Maintenance of way and structures............-. 


Maintenance of €quipment «252.4. es <sie+ <2 469 08-5 535,996 
‘Dranspartation Cxpenses Soar sla ea se soe see 2,798,336 
General) (expenses psc iac eee anes ie aioe ote eieene areas ata 600,026 
Total operating expenses... ..-.+........5-.--s $4,302,971 
Ratio: to: gress Gathines. ... 22-04 a6 54.57 per cent 
ARES: ste s & others eceialiaiers RO eos rt eee 404,000 
Ratio to gross earnings........... 5.12 per cent 
Total operating expenses and taxes............ 4,706,971 
Ratio to gross earnings........... 59.69 per cent 
Niet’ Garmings < iccius cos Caw ie wae ah «ow oie ore a ena $3,179,165 
Other income: ‘ 
Sinking Ptuid) earnings. ~a.swewnscses oe esis seule $183,766 
TaRCGOSE us.s acon © tw eek © w eleee Rn eee a eee 51,703 
Rentals. ..22 SoS s sue hs Bile tein a Rte ere? 4 ne hie ae 9,657 
Miscellane@us. “.ws.axientes wee tebe a eats avis ole estes 19,500 
Bata)... ets Late iva wens eae ee vale nee he eG Rin ane eee 264,626 
’ GOSS INCOME. vsnwKs Kaveh eneweRVGnw aly a cNsiveg es Ma RES $3,443,791 
Current income charges: 
Interest on 5 per cent promissory gold notes..... $50,000 
Interest of) INCOMES DOES. < on vane ewan saw ccbte sek 73,740 
Interest’ or equipment motes... dra. i. hens w ets es 22,375 
Interest on bills and accounts payable........... 47,687 
Rentale. and leases. d.svan eee esos see wheat cone e 89,000 
LOR Wc ao cw sowie & efy a een See ise alate ke are eee 282,802 
_ Net income before bond interest charges............. $3,160,989 
Bond interest: 
‘United Railroads? "bandis. use seaek ene coacnte ee $1,913.360 
Underlying ‘bomdsun at acy as sentence cn cm ome x 799,050 
WCET vw wane kbiwh on, Dae ee Rae 6 Eee oe pele ee $1,812,410 
Net income ‘for the yearvanss cana lien wba uccie eames $1,348,579 


From the above net income these appropriations were 
made: 


For renewals, depreciation @nd comntingeneres.. oo .c cee ec escnnes $473,168 
For bond sinking fund reserves ware eten tse kav cueucw cme umes 339.619 
Por dividends on: first’ preferred stock. 0... swec.ut uveov wees 350,000 


The Sierra & San Francisco Power Company showed the 
following results for the year ended Dee. 31, torr: 


Gros: .RASHINGS <i. cnphiione Ake wid ale cw meee enety Ree cee $834,324 
Operating. expenses, and | tateb.cwercnes ocean oe eee eens 258,271 
Net CaEniinige Ja cate ncctngms comet eel sen eee sate eaten $576,053 
Deductions from income, inciuding interest on first mortgage 
bonds and interest on second mortgage, series “A’’ bonds, 
etc.; less interest received on unexpended balances.......... 328,326 
Net income before allowing for depreciation............. $247,727 


Delaware & Hudson Company. 

In the annual report of the Delaware & Hudson Company 
for the calendar year 1911 L. F. Loree, the president, gives 
the following information regarding the electric railways in 
which the company is interested: 
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“Work is in progress on the United Traction Company 
placing underground the feeder wires extending from Broad- 
way and Beaver Street to Madison Avenue and South Pearl 
Street in the city of Albany, and’ for a short distance in 
Rensselaer, N. Y. Three submarine cables were laid under 
the Hudson River connecting the feeder lines in Albany and 
Rensselaer. The total cost will be about $84,000. During 
the year there were rebuilt forty-one passenger cars, increas- 
ing the capacity approximately 10 per cent, and there were 
placed in service twelve new ‘pay enter’ cars. 

“The Hudson Valley Railway and the Schenectady Rail- 
way have entered into an arrangement for the operation 
of through cars between Albany and Glens Falls via Sche- 
nectady, effective Oct. 16, 1911. During the winter, cars in 
through service leave terminals every two hours, while in 
the summer they will probably be operated on an hourly 
schedule. This improvement in the service should result in 
an increase in the passenger traffic. 

“Increases in net operating revenues were as follows: 
United Traction Company, $19,344; Hudson Valley Railway, 
$38,020; Schenectady Railway, $25,327; Troy & New England 
Railway, $1,538; Plattsburgh Traction Company, $2,786. 

“Dividends of 4 per cent for the year rort were declared 
on the capital stock of the United Traction Company, 6 per 
cent on that of the Schenectady Railway, 4% per cent on that 
of the Troy & New England Railway and 6 per cent on that 
of the Plattsburgh Traction Company.” 


Berlin Elevated & Underground Railway 


The report of the Berlin Elevated & Underground Rail- 
way, Berlin. Germany, for the year ended Dec. 31, tort, 
shows gross earnings of $2,041,607. A total of 62,585,512 
passengers were carried over II miles of route. The com- 
pletion of the various authorized extensions will give this 
company 20.8 miles of route, of which 6.4 miles will be ele- 
vated and 14.4 miles underground construction. These ex- 
tensions will be completed not later than 1918. During 
Igit the average income per passenger was 3.26 cents, 
against 3.31 cents in 1910. The rolling stock consists of 
139 motor cars and 112 trailers which ran 1,917,268 train 
miles in trains of three, four and six cars. The gross 
profits, including a surplus of $139,528 from 1910, were 
$810,932. Five per cent of this amount was credited to the 
reserve fund and an extra dividend of 134 per cent was de- 
clared in addition to the regular stock dividend of 4 per 
cent on the paid-up capital of $10,625,000. 


Chicago (Ill.) Railways.—The directors of the Chicago 
Railways have given notice that all outstanding shares of 
preferred and common stock of the Chicago Union Trac- 
tion Company must be exchanged for the present com- 
pany’s participation certificates on or before June 15, 1912. 
After that time the offer will be withdrawn. The terms of 
the exchange are the same as those offered in the reorgani- 
zation. 

Dedham & Franklin Street Railway, Westwood, Mass.— 
The Dedham & Franklin Street Railway has been placed in 
the hands of Eugene H. Mother, Brookline, Mass., as re- 
ceiver on the application of the Beacon Trust Company, 
30ston, Mass., trustee of the $100,000 of 5 per cent gold 
bonds of the company, the interest on which is in default 


Illinois Northern Utilities Company, Chicago, Iil.—The 
Illinois Northern Utilities Company, in which Samuel In- 
sull, president of the Commonwealth Edison Company, and 
his associates are interested, is reported to have acquired 
control of the Sterling, Dixon & Eastern Electric Railway, 
the Lee County Lighting Company, Dixon, IIl., and several 
other large electric companies, a number of undeveloped 
water-power concessions along the Rock River and a large 
holding in the uncompleted government dam across Rock 
River at Sterling. 

Indianapolis & Louisville Electric Railway, Scottsburg, 
Ind.—The Indianapolis & Louisville Electric Railway, which 
took over the property of the Indianapolis & Louisville 
Traction Company following the recent sale under foreclos- 
ure, has filed for record a mortgage dated April 1, 1912, given 
to the Colonial Trust Company as trustee to sectire an issue 
of $1,500,000 of 5 per cent bonds. 
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Interborough Rapid Transit Company, New York, N. Y.— 
Pending the completion of arrangements for financing the 
requirements for new subways, the Interborough Rapid 
Transit Company has effected a loan from J. P. Morgan & 
Company, New York, N. Y., to run for nine months at 5 
per cent, to pay $10,000,000 of 4% per cent notes which came 


due April 20, 1912, and: $5,000,000 in bank loans which ma- 
tured at the same time, 


Medfield & Medway Street Railway, Westwood, Mass.— 
The Medfield & Medway Street Railway has been placed in 
the hands of Eugene H. Mother, Brookline, Mass., as re- 
ceiver on the application of the Old Colony Trust Company, 
3oston, Mass., trustee of the $100,000 of 5 per cent bonds 
of the company, the interest on which is in default. 


Metropolitan Street Railway, New York, N. Y.—Judge 
Lacombe, in the United States District Court, has handed 
down a decree confirming the report of William W. Ladd 
as receiver of the New York City Railway, filed on April 
25, and overruling the exceptions and dismissing the claims 
of John I. Waterbury and others as a committee of stock- 
holders of the Metropolitan Street Railway, Emil H. Roth, 
Louis Raffaller and Albert H. Waters and others. 


Milwaukee Electric Railway & Light Company, Mil- 
waukee, Wis.—At a meeting of the board of directors of 
The Milwaukee Electric Railway & Light Company on May 
8, 1912, James Campbell was elected chairman of the board; 
James D. Mortimer, president; R, B. Stearns, S. B. Way and 
C. N. Duffy, vice-presidents; J. F. Fogarty, secretary; 
George R, Sheldon, treasurer. Frank J. Boehm and Emer- 
son D. Pray will both have the title of assistant secretary 
and assistant treasurer. The North American Company, 
which controls The Milwaukee Electric Railway & Light 
Company, has acquired the Kenosha Electric Railway 
from the Investment Registry Company of England, and it 
is expected that the Kenosha Electric Railway will be 
turned over to The Milwaukee Electric Railway & Light 
Company shortly. J. D. Mortimer, vice-president of The 
Milwaukee Electric Railway & Light Company, said in part 
in referring to the negotiations in regard to the Kenosha 
Electric Railway: “The operation of the Kenosha Electric 
Railway has not yet passed into the control of the operat- 
ing officials of The Milwaukee Electric Railway & Light 
Company. We endeavored to secure trackage rights for 
our interurban cars into Kenosha, and following our en- 
deavors to secure such rights the North American Com- 
pany acquired the property. In time it is expected inter- 
urban cars of the Milwaukee-Racine-Kenosha line will op- 
erate into the center of Kenosha, instead of stopping at the 
northern limits of the city, at which point the passengers 
are required to transfer to the local Kenosha line.” 


New York State Railways, Rochester, N. Y.—The stock- 
holders of the New York State Railways will meet in Roch- 
ester on May 14, 1912, to pass upon the proposal of the di- 
rectors to cancel the company’s existing mortgage author- 
izing the issuance of $30,000,000 of 5 per cent bonds and 
create in its place a mortgage authorizing a total issue of 
$50,000,000, bearing not more than 4% per cent interest. 
None of the bonds which are to be retired are in the hands 
of the public and of the $4,500,000 which have been issued 
all are in the hands of trustees. The company intends to 
apply to the Public Service Commission for approval of an 
issue of the new bonds somewhat in excess of the amount 
necessary to refund the $4,500,000 mentioned above to pay 
for certain stock of the Syracuse Rapid Transit Company. 


Northern Ohio Traction & Light Company, Akron, Ohio. 
—The Public Service Commission of Ohio on April 24, 
1912, authorized the Northern Ohio Traction & Light Com- 
pany to issue $1,640,000 of the $2,000,000 of additional pre- 
ferred stock which the company applied for to pay for im- 
provements. The stock is to be sold at par. Only about 
$1,000,000 of the stock, it is stated, is to be issued at pres- 
ent, The company has been ordered to reduce its bonded 
debt by $322,000 when the new power plant has replaced the 
eld one for which the bonds were issued. 


Pelham Park Railroad, New York, N. Y.—Justice Erlan- 
eer, in the Special Term of the Supreme Court, has named 
Carlisle Norwood as referee to sell the property of the 
Pelham Park Railroad in a suit brought by the Interbor- 
ough Rapid Transit Company to foreclose a mortgage of 
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$27,500 made on Noy. 13, 1902, to Charles Stewart Davison, 
and assigned by Mr. Davison on May 21, 1909 to the plain- 
tiff. 
Philadelphia (Pa.) Rapid Transit Company.—James F, 
Hope and Samuel Bell, Jr., have been elected directors of 
the Philadelphia Rapid Transit Company to represent the 
city of Philadelphia. They succeed George H. Batle, Jax; 
and William Carpenter, resigned. 

Portland Railway, Light & Power Company, Portland, 
Ore.—The Portland Railway, Light & Power Company 
called for payment at par and interest on May 1, 1912, at the 
office of the Equitable Trust Company, New York, N. Y., 
the entire issue of $500,000 of first mortgage twenty-year 6 
per cent gold bonds of the Portland City & Oregon Rail- 
way dated Feb. 15, 1901. 

Seattle, Renton & Southern Railway, Seattle, Wash.— 
Scott Calhoun has been appointed temporary receiver of 
the Seattle, Renton & Southern Railway by Judge King 
Dykeman, acting on the petition of William R. Crawford, 
formerly president of the company. 

Sedalia Light & Traction Company, Sedalia, Mo.—The 
property of the Sedalia Light & Traction Company will be 
sold under foreclosure at Sedalia on June 7, 1912, by E. F. 
Swinner, special master. Brief mention was made in the 
Evecrric Rattway JourNAL of April 20, 1912, page 673, of 
a plan arranged by the bondholders under which Henry 
L. Doherty & Company, New York, N. Y., will reorganize 
and manage the property. 


United Light & Railways Company, Grand Rapids, Mich. 
—The United Light & Railways Company has announced 
that it has arranged to pay at the office of the Michigan 
Trust Company, Grand Rapids, Mich., on June 1, I912, at 
105 and interest the $425,000 of first mortgage 5 per cent 
bonds of the Muscatine Light & Traction, Company. 


Warren, Brookfield & Spencer Street Railway, Brookfield, 
Mass.—The Warren, Brookfield & Spencer Street Railway 
did not pay the interest which was due on May 1, 1912, on 
the $125,000 of its first mortgage 5 per cent bonds. 


Dividends Declared 


Federal Light & Traction Company, New York, N. Y., 
quarterly, 1% per cent preferred. 

Massachusetts Northern Railways, 
quarterly, 1%4 per cent, preferred. 


Greenfield, Mass., 


ELECTRIC RAILWAY MONTHLY EARNINGS 


ATLANTIC SHORE RAILWAY, SANFORD, MAINE 


é Gross Operating Net Fixed Net 
Period Earnings. Expenses. Earnings. Charges. Surplus. 
im. Feb., 712 $19,835 $18,770 UGGS SMM s oaent ey ae 
ie. 1] 16,677 15,897 GZS OMe meas bee Mane 

CHATTANOOGA RAILWAY & LIGHT COMPANY 
1m., Mar. 712 $81,332 *$48,662 $32,670 $21,494 $11,176 
iA 72,395  *42'545 29 850 19,400 10,450 
eng 12 238,993  *143,028 95,965 64.042 31,923 
3 1] 215,193  *124,802 90,391 57,824 32,567 
DETROIT UNITED RAILWAY 
1m, Mar., ’12 $887,675 $565,434 $322,240 $177,406 $144,834 
i a iy 788,328 490,269 298,058 177,567 120,491 
3 912 2,518,097 1,636,396 881,700 537,165 344.535 
3 11 2,225,592 1,403,433 822,158 572.570  204'588 
GRAND RAPIDS (MICH.) RAILWAY 
dam, Mar. "12 $98,599 *$56,030 $42,569 $14,599 $27,070 
a 1] 89,706  *51,683 38,023 15,066 22.957 
Sia pencils 287,674 *164.689 1227985 44.117 78,868 
3 11 263,609 *151'406 112,203 45,288 66,915 
NORTHERN OHIO TRACTION & LIGHT COMPANY 

im. Mar., °12 $215,888 $110,850 $79,336 $44,329 35,00 
ioe Ge SO 190,187 125.279 90,610 43,821 aykoon 

PORTLAND (ORE.) RAILWAY, LIGHT & POWER COMPANY 
1m., Mar., 712 $543,138 *$285,050 $258,088 $131,153 $126.935 
Dee neace 4 515.753 *239,916 275,837 ¥1 32080 eee 
3“ “ 112 1,593,278 *827,049 766,229 «406,635 359,504 
3 11 1,505,640 *751,971 753,669 370,275 + «383/304 

ST. JOSEPH RAILWAY, LIGHT, HEAT & POWER COMPANY 
1m., Mar., 12 $94,320 $52,202 $42,118 19,710 22 
eS ae a 87,728 54,524 33,204 erat rae 
ae ie 288,562 160,026 1287536 59,046 69.490 
3 “ 14 261,842 154,385 107,457 57,950 49,508 


*Includes taxes. 
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Traffic and Transportation 


Ruling in New York in Regard to Presentation of Commu- 
tation Ticket 


In dismissing the complaint of a commuter on the New 
York, New Haven & Hartford Railroad between New 
Rochelle and New York City, who, having left his com- 
mutation ticket at home, paid a cash fare to the train con- 
ductor and took his receipt to the office of the company 
for redemption, only to have the company refuse to refund 
the cash fare and punch the commutation book, the Public 
Service Commission of the Second District ruled as follows: 

“1. Mistakes or denials of proper opportunities tor pas- 
sengers to provide themselves with necessary tickets may 
constitute just grounds for refunding, but in the general 
sense, and as applied to the traveling public as a whole, in 
which respect only can the subject be considered, there is 
nothing unfair or unreasonable in a railroad regulation 
which requires a passenger to present a ticket or pay the 
regular fare in cash at the time of riding without the subse- 
quent refund of any part of the regular fare so paid. 

“2 A commutation ticket holder, having left his com- 
mutation ticket at home, paid the regular fare and took the 
conductor’s receipt, and afterward applied to the company 
for a refund of the regular fare so paid, presenting his 
commutation ticket at the same time for cancellation of a 
coupon covering the ride. To prevent possible unjust dis- 
crimination and protect itself the company would have to 
verify the passenger’s statement by clerical examination of 
conductors’ turned-in coupons to ascertain whether or not 
the commutation ticket had been used on the train in ques- 
tion or another train running about the same time. The 
expense of such an examination is disproportionate to the 
amount involved, and to require such examination would 
be unreasonable. A rule is stated on the commutation 
ticket that no refund of regular fare paid will be made in 
case of non-presentation of the ticket. 

“Complaint that such a rule is unreasonable and unjust 
held not sustained.” 

In the opinion upon which the ruling was based the 
commission referred to the contract in the commutation 
book which is accepted by the user at the time of the pur- 
chase. Among the conditions of the contract is the follow- 
ing provision, which is also set forth in the published tariff 
governing the sale of commutation tickets: 

“That this ticket shall be presented and a coupon de- 
tached by conductor at time of passage for each ride taken 
hereon, and that if ticket is not so presented, regular fare 
shall be collected, which shall not be refunded.” 

The commission said that the question was whether the 
rule was unreasonable and unjust and ought to be modified 
or forbidden. 


The Value of Suggestions 


F. E. Fisher, general superintendent of the Chicago, 


' Ottawa & Peoria Railway, Joliet, IIl., reprinted from a 


Chicago paper recently an article about the value of sug- 
gestions and sent the reprints to the employees with a re- 
quest that each of them should try to offer to the manage- 
ment one suggestion that he felt might be acceptable and 
be adopted to the benefit of the management and the em- 
ployees. Extracts from the article follow: 

“The man on the big job, the man on top, Hasn't a 
monopoly of ideas. If he had, the man beneath him could 
never rise. And that would mean an end to progress. This 
recognition of the brains in the head of the subordinates 
1s an important essential in making a man a success. The 
moment he gets a notion that he has a monopoly of knowl- 
edge his friends should spread the net, for he is posing for 
a fall. ; 

“Recently the Southern Pacific Company sent out an an- 
nouncement to its 45,000 employees, asking them to sub- 
mit ideas and suggestions by which the service might be 
improved or economies effected. The same plan has been 
put into practice by the Pennsylvania Railroad. It is a 
recognition of the value of the ideas held by the men in 
the ranks. The experiment of the Southern Pacific Com- 
Pany is of too recent origin for direct results. To the Penn- 
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sylvania Railroad, after several months’ trial, 
gratifying returns. 
If employees were taught 


it has brought 


y to say ‘our business’ i : 
of ‘your business,’ and make it “eae: in sitnine Deelah 
ne ae bee results for the firm, the Fesutts attained 
ound to react g [ > indivi 
“A mutual interest, a Ni aie pea bp he 
L : mean that 
a house is no longer divided against itself. It would mean 
unity, accord, prosperity, an end to labor dissensions, a 
utilizing of resources in hard times and usegtan=raverns 
when times are good. are 
“All of which may be attained by re cognizing the value 
of a suggestion from the man below.” : ie 


Rewards to Employees for Efficient Service 


Frederick Willard, general manager of the Jackson Rail- 
way & Light Company, Jackson, Miss., has posted the fol- 
lowing notice announcing the plans made by the company 
to reward its employees for efficient service: : 

4 Motormen—Beginning May 1 you will be given a reward 
for services in the following manner: Any motorman who 
goes through a month without an accident of any descrip- 
tion and without a layoff will be given a prize of $s. If, on 
the other hand, you have an accident, you will be fined $s, 
but if you can bring witnesses to show that it was not 
through carelessness that you had the accident, the penalty 
will not be exacted. 

“Carmen—Beginning May 1 the crew that keeps its car 
the cleanest inside and out and that makes the neatest 
appearance will be given a reward of $10, $5 for each 
man, without a layoff. 

“Conductors—A reward of $5 will be given to the man 
who is the most courteous, most accommodating and most 
businesslike, without a layoff. Any conductor who fails 
to turn in accident report is subject to dismissal. Reports 
must be turned in on the next trip passing office—ten days’ 
penalty for being late. If accident is serious, telephone 
office at once and turn in report on next trip. Carry blanks 
with you and make report at time of accident.” 


Accident on Shore Line Electric Railway.—More than a 
score of persons were injured on May 3, I912, when a car 
of the Shore Line Electric Railway jumped the track near 
Guilford, Conn., and was overturned. 


New Rule for Drivers in Montreal.—The City Council 
of Montreal, Que., has adopted the following by-law to 
govern the actions of drivers of vehicles headed in the 
same general direction as street cars: “Every driver of a 
vehicle going in the same direction as a street car shall 
when such car stops also stop his vehicle at a distance of 
at least 10 ft. from said car, and shall keep such vehicle 
at a standstill until the said car has been again set in 
motion.” 

Reduced Fare for Children Who Attend Sunday School.— 
In response to petitions from a number of women of Port- 
land, Ore., who are interested in Sunday school work, B. 
S. Josselyn, president of the Portland Railway, Light & 
Power Company, has announced that the company has 
decided to permit school children who use the 3%-cent 
tickets to ride to and from public school to use the tickets 
on Sunday to travel to and from Sunday school. The new 
order will become effective as soon as the necessary ar- 
rangements can be made by the company. 

Experimental Owl Service in La Crosse.—Peter Valier, 
general manager of the La Crosse (Wis.) City Railway, 
issued a statement in part as follows recently in regard to 
the plan of the company to install a temporary owl serv- 
ice: “In order to determine whether there is a demand for 
later service to the north and south sides the La Crosse 
City Railway will put into effect on April 22 a new sched- 
ule under which cars will leave Fourth and Main Streets 
after II p. m., going north, south and east. This schedule 
will be given a sixty-day trial, at the expiration of which 
time we shall be governed by results in determining 
whether to return to the old schedule or make the new one 
permanent.” 

Picnic Pointers—The Michigan United Traction Com- 
pany, Jackson, Mich., has issued a folder, “A Dozen and 
One Picnic Pointers.” The subjects dealt with are intro- 
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duced by number in the following order: “It’s Picnic 
Time,” “Everybody Loves a Picnic,” “Woods and Lakes 
Are Picnic Places,” “The Going and Coming Is the Big 
Item,” “Sunday Schools,” “Lodges,” “Clubs,” “Picnic 
Service,” “Chartered Cars,” “Book Dates Now,” “Got a’ 
Phone?” “Where to Go” and “Go with Us.” There is a 
small number inclosed in a small red circle at the side of 
each of the pointers except the last, which is a large circle 
with the number 13 in it to indicate the big pointer, which 
is “Go with Us.” 


Complaint Against Buffalo, Lockport & Rochester Rail- 
way. Closed.—The Public Service Commission of the Second 
District of New York has closed upon its records the com- 
plaint against the Buffalo, Lockport & Rochester Railway 
as to failure of that company to stop its limited cars at Hul- 
berton and also as to the necessity of a proper station at 
that point. The company has agreed to provide station 
facilities at that point, to require all local cars to stop there 
and to maintain the station in good condition. Under the 
arrangement Hulberton will have practically an hourly 
service eastbound and westbound between 6.12 a. m. and 
8.12 p.m. Three limited trains westbound and two limited 
trains eastbound will also stop at Hulberton daily. 


Summer Folder of the South Shore Line.-—The Chicago, 
Lake Shore & South Bend Railway, Michigan City, Ind., 
has issued a new twenty-four-page vest pocket size, two- 
color folder which presents a map of the line and service 
offered between South Bend, Ind., Pullman, and Randolph 
Street, Chicago. The folder also presents the week-day 
and Sunday timetables showing service into Chicago on a 
thirty-minute headway. The trains between South Bend 
and Pullman, 76 miles, make the run on local scheduie 
in two hours and fifty minutes, and on limited schedule in 
two hours and seventeen minutes. Six pages of the folder 
are devoted to advertising the attractions of Hudson Lake 
Park, which is near New Carlisle, Ind. W. O. Woodward 
is trafic manager and C. M. Wilcoxon is general manager 
of the Chicago, Lake Shore & South Bend Railway. 


Writ of Certiorari in Bridge Fare Case in New York.— 
The Bridge Operating Company, which operates a shuttle 
service over the Williamsburg Bridge between Brooklyn 
and New York, has served on the members of the Public 
Service Commission of the First District of New York a 
writ of certiorari signed by Justice Erlanger for the review 
of the commission’s order to reduce the fares for transpor- 
tation across the Williamsburg Bridge from 3 cents or two 
tickets for 5 cents to 2 cents or three tickets for 5 cents. 
The petition of the company rehearses the contract made 
with the city through the Bridge Commissioner in 1904, in 
which the fares were fixed, and declares that the profits 
include a fair return on the invested capital and reimburse- 
ment for the losses sustained through operation undertaken 
in connection with the local cars. It asserts that the reduc- 
tion of the fares would result in a breach of the company’s 
contract with the Bridge Commissioner, which would be 
unconstitutional. The commission has applied for a writ 
of mandamus to compel obedience to its orders. 


NEW PUBLICATION 


By Henry Floy, 
Book Company, 


Valuation of Public Utility Properties. 
consulting engineer. McGraw-Hill 
New York, 1912. 390 pages. Price, $5. 

The author of this book has been engaged actively in the 

valuation of street railway properties in order to determine 
values for the public commissions, and has made a study of 
the various phases of the subject. The book is a summary 
of the history of recent valuation cases of importance and 
gives much information, regarding particularly the apprais- 
als of street railway properties in Greater New York. Ac- 
tual figures are given to indicate clearly the methods fol- 
lowed in the principal New York City appraisals which 
have been involved in proceedings before the New York 
Public Service Commission of the First District. The au- 
thor has included the information presented by him in vari- 
ous papers before engineering societies, although this has 
been amplified and revised for the purpose. The book deals 
generally with the methods of appraisal and is designed to 
reveal the tendencies of public valuation and the lines which 
the practices of commissions acting for the public are like- 
ly to take in the future. 


Personal Mention 


Mr. John L. Hopkins, who has been a director of Ue 
Georgia Railway & Electric Company, Atlanta, Ga., fot 
some time, has been elected a vice-president of the company. 


Mr. J. F. Heyward has resigned as vice-president and 
general manager of the Maryland Electric Railways, An- 
napolis, Md., effective on the appointment of his successor. 


Mr, A. H. N. Bruce, chief engineer of the Quebec & 
Saguenay Railway, has also been appointed chief engineer 
of the Quebec Railway, Light, Heat & Power Company, 
Quebec, Que. 

Mr. F. L. Wanklyn, formerly manager and chief engineer 
of the Montreal (Que.) Street Railway, has been appointed 
assistant to Sir Thomas Shaughnessy, president of the 
Canadian Pacific Railway. 


Mr. K. J. C. Zink, assistant engineer of the Grand Trunk 
Pacific Railway at Winnipeg, Man., has been appointed 
chief engineer of the Alberta Interurban Railway, with of- 
fices at Calgary, Alberta. 


Mr. H. M. Arthur has been appointed assistant treasurer 
of the Savannah (Ga.) Electric Company to succeed Mr. 
J. C. Poncelot, who has been transferred to the Boston 
office of Stone & Webster. 


Mr. Algernon S. Michener has been elected comptroller of 
the Puget Sound Traction, Light & Power Company, with 
headquarters in Seattle, Wash., and will relinquish his duties 
in the Boston office of Stone & Webster. 


Mr, A. L. P. Smith, formerly storekeeper of the Savan- 
nah (Ga.) Electric Company, has been appointed purchasing 
agent of the company to succeed Mr. H. L. Bunce, who has 
been transferred to the Jacksonville (Fla.) Traction Com- 
pany. 

Mr. Charles H. Smith, assistant general manager of the 
United Traction Company, Albany, N. Y., will hereafter 
have his headquarters in Troy instead of Albany, so that he 
can devote his time and attention personally to the Troy 
division of the company. 


Mr. P. S. Arkwright has resigned as president of the 
Georgia Railway & Electric Company, Atlanta, Ga., and has 
been elected president of the Georgia Railway & Power 
Company, which has leased the property of the Georgia 
Railway & Electric Company. 

Mr. J. R. Harrigan has resigned as vice-president, treas- 
urer and general manager of the Des Moines (la.) City 
Railway and the Inter Urban Railway, Des Moines, effec- 
tive July 1, 1912. Mr. Harrigan was formerly general man- 
ager of the Columbus, Delaware & Marion Railway, Colum- 
bus, Ohio. 

Mr. F. I. Fuller, vice-president of the Portland Railway, 
Light & Power Company, Portland, Ore, who has been 
connected with the company twenty years, was the guest 
of honor at a recent entertainment given by the employees 
of the company and was presented with a gold watch and 
a fob by the employees as a token of esteem. 


Mr. C. S. Walters, who has been general manager of 
the Walla Walla Valley Railway, Walla Walla, Wash., has 
also been elected vice-president of the company. Mr. 
Walters succeeds as vice-president Mr. A. S. Greiner, who 
has become connected with the American Power & Light 
Company, New. York, N. Y., as assistant to Mr. RG. 
Sykes, president of that company. 

Mr. H. D, Sanderson, for the last three years engineer 
of maintenance of way of the Toledo Railways & Light 
Company, Toledo, Ohio, has resigned, effective on June 1, 
1912, to become connected with the Michigan United Trac- 
tion Company as engineer of maintenance of way, with 
headquarters in the new station at Kalamazoo, Mich. No 
successor to Mr. Sanderson with the Toledo Railways & 
Light Company has as yet been named. 

Mr. Morton Ramsdell has been appointed sales manager 
of the Puget Sound Traction, Light & Power Company, 
Seattle Division, to succeed Mr. H. M. Winter, whose resig- 
nation from the company was noted in the Execrric Ratt- 
way JourNAL of April 27, 1912. Mr. Ramsdell was for some 
years manager of the Seattle-Tacoma Power Company, 
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which owned Snoqualmie Falls and did an electric light 
business in Seattle and furnished power to other CHE, 

Mr. James A. Roosevelt has resigned as superintendent 
of transportation of the British Columbia Electric ae bie 
Ltd., Vancouver, B. C. Before becoming connected wit 
the British Columbia Electric Railway, Mr. Roosevelt was 
connected with the Third. Avenue Railway, New York, 
N. Y., for four years, first as assistant to the general mana- 
ser and then as general superintendent. Previous to that 
he was connected with Stone & Webster, Boston, Mass., 
for two years. ; 

Mr. H. E. Allen, who was connected with the Toledo 
Railways & Light Company, Toledo, Ohio, as assistant to 
Mr. J. F. Collins before Mr. Collins became vice-president 
and “general manager of the Michigan United Traction 
Company, has been made manager of Toledo Beach and 
Casino and received entire supervision of the Toledo, Ot- 
tawa Beach & Northern Railway and the Maumee Valley 
Railway & Light Company, which are controlled by the 
Toledo Railways & Light Company. 

Mr. E. R. Kelsey, who has been manager of the publicity 
department of the Toledo Railways & Light Company, 
Toledo, Ohio, since April, 1910, has been appointed general 
passenger agent of the company to succeed Mr. W. F. Nutt, 
who, as noted in the Erecrric RatLway JourNnat of Jan. 6, 
1912, has bought a ranch at Roswell, N. M. Before be- 
coming connected with the Toledo Railways & Light Com- 
pany Mr. Kelsey was engaged in newspaper and theatrical 
work in Toledo for a number of years. Previous to 1910 he 
had devoted part of his time to the interest of the Toledo 
Railways & Light Company. 


Mr. J. L. Adams has resigned as general superintendent 
of railways and ferries of the Portsmouth and Norfolk 
divisions of the Virginia Railway & Power Company, Rich- 
mond, Va., to become connected with the Philadelphia & 
Western Railway, Upper Darby, Pa., as assistant to the 
president. Before he was appointed to the position at 
Portsmouth and Norfolk, Mr. Adams was district manager 
of the central division of the Ohio Electric Railway, and 
previous to that he was connected with the Hartford, Man- 
chester & Rockville Railroad, which is now included in the 
system of the Connecticut Company. 


Mr. Milan V. Ayres has resigned as chief engineer of the 
Mobile Light & Railroad Company, Mobile, Ala., and has 
accepted a position as statistician with Ford, Bacon & 
Davis, New York, N. Y. Mr. Ayres was electrical and me- 
chanical engineer with the Boston & Worcester Street Rail- 
way for many years, but resigned that position in July, 1910, 
to undertake the creation of a department of scientific 
management for the Rockland Light & Power Company, 
Nyack, N. Y. He was graduated from the Massachusetts 
Institute of Technology, and was chairman of the equip- 
ment committee of the American Electric Railway En- 
gineering Association last year. 

Mr. Joseph T. Orme has been elected president of the 
Georgia Railway & Electric Company, Atlanta, Ga., to suc- 
ceed Mr. P. S. Arkwright, who has been elected president 
of the Georgia Railway & Power Company, lessee of the 
Georgia Railway & Electric Company. Mr. Orme is vice- 
president of the Lowry National Bank, Atlanta. He was 
born in Atlanta and has been connected with the Lowry 
National Bank for thirty years. In addition he is treasurer 
of the Chamber of Commerce of Atlanta, and is director 
in a number of enterprises, among which are the American 
Cast Iron Pipe Company, Birmingham, Ala., and the 
Georgia & Florida Railroad. Mr. Orme has been a direc- 
tor of the Georgia Railway & Electric Company for some 
time. 

Mr. R. T. Gunn has been appointed general superinten- 
dent of railways and ferries of the Norfolk and Portsmouth 
divisions of the Virginia Railway & Power Company, Rich- 
mond, Va. Mr. Gunn was formerly vice-president and gen- 
eral manager of the Eastern Wisconsin Railway & Light 
Company, Fond du Lac, Wis., and of the Wisconsin Elec- 
tric Railway, Oshkosh, Wis. Before becoming connected 
with those companies he was superintendent of transporta- 
tion of the Fort Wayne & Northern Indiana Traction Com- 
pany, Fort Wayne, Ind., and previous to that was general 
manager of the Lexington Railway & Light Company, Lex- 
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ington, Ky. Before becoming connected with the Lexing- 
ton Railway & Light Company he was superintendent of 
the Norfolk Railway & Light Company, Norfolk, Va., which 
is now included in the system of the Virginia Railway & 
Power Company. 


Mr. F. M. Lege, Jr. who was elected president of the 
Southwestern Gas & Electrical Association at its conven- 
tion at San Antonio, Pex., April 27, is general manager of 
the Brush Electric Com- 
pany, of Galveston, Tex., 
which does the local cen- 
tral station business. Mr. 
Lege removed to Galveston 
in this capacity in 1907, and 
during the last two years 
has served also as general 
manager of the Galveston 
Gas Company, administer- 
ing the affairs of both com- 
panies. The electric com- 
pany recently passed to the 
control of the Doherty in- 
terests, Mr. Lege continu- 
ing as manager. Before 
taking charge of the Gal- 
veston properties Mr. Lege 
was sates engineer for the F. M. Lege, Jr. 
Allis-Chalmers Company in 
charge of steam and electric apparatus for the United 
States and Mexico, his headquarters during these three 
years being at El Paso, Tex. From 1903 to 1905 Mr. Lege 
acted as general superintendent of the Beaumont Ice, Light 
& Refrigeration Company, Beaumont, Tex., following a 
connection with the Tuggle Electric Supply & Construc- 
tion Company, Beaumont. From 1900 to 1901 he managed 
the Texas-Mexican Electric Light & Power Company, 
Eagle Pass, Tex. Mr. Lege was one of the founders of 
the Southwestern association. He is also an associate 
member of the American Institute of Electrical Engineers 
and a member of the National Electric Light Association 
and the Sons of Jove. 


Mr. E. G. Connette, whose resignation as transportation 
engineer of the Public Service Commission of New York, 
First District, was mentioned in a recent issue of this paper, 
has accepted the position of 
vice-president of the Inter- 
national Traction Company, 
Buffalo, N. Y. He assumed 
this position on May 4. Mr. 
Connette has been engaged 
in electric railway operation 
since 1890 and has been 
connected with the Nash- 
ville (Tenn.) Street Rail- 
way, the Syracuse (N. Y.) 
Rapid Transit Railway 
Company, and the Worces- 
ter (Mass.) Consolidated 
Street Railway. In the 
management of all these 
properties he has been very 
successful. While with 
these roads Mr. Connette 
took an active part in the 
American Street Railway Association and its successors, 
the American Street & Interurban Railway Association and 
the American Electric Railway Association, and he has 
contributed several papers at their annual conventions. He 
was third vice-president of the American Street Railway 
Association in 1897-8 and was president of the Street Rail- 
way Association of the State of New York in 1903-4. He 
resigned the management of the Worcester Consolidated 
Street Railway in August, 1909, to take charge of the trans- 
portation department of the Public Service Commission, 
First District, New York. This department has included 
the inspection bureau and equipment bureau, each with a 
large corps of inspectors and engineers, whose duties con- 
sist of passing on all cars and other electric railway equip- 
ment of the street railways in Greater New York. Mr 
Connette has also had charge, as chief of the transportation 
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department, of the accident bureau, of the laboratory con- 
ducted by the Public Service Commission for testing meters, 
and of the work in connection with the elimination of grade 
crossings. In this latter department he has exercised su- 
pervision during the past two years over the expenditure of 
more than $2,000,000. To Mr. Connette was also assigned the 
department of appraisals of electric railway properties after 
the resignation from that department of Mr. B. J. Arnold. 
This department conducted last year, under Mr. Connette’s 
supervision, appraisals of some $110,000,000 worth of elec- 
tric railway property. Mr. Connette has also acted in an 
advisory capacity to the commission in cases involving 
rates, reorganization and capitalization of electric railway 
properties and also in all subway matters connected with 
proposed routes and changes in service. As vice-president 
of the International Traction Company, Mr. Connette 
will succeed Mr. T. E. Mitten, but Mr. Mitten will still 
remain active in the work of the company. His associates 
with the commission tendered a dinner to Mr. Connette at 
the City Club, New York, on May 3, 1912, at which the 
announcement of his appointment to the International 
Traction Company was made. 

Mr. F. J. Hanlon, vice-president, secretary, general man- 
ager and purchasing agent of the Mason City & Clear 
Lake Railroad, Mason City, Ia., was elected vice-president 
of the Iowa Street & In- 
terurban Railway Associa- 
tion at the annual conven- 
tion of the association held 
-in Des Moines, April 25, 26 
and 27, 1912. Mr. Hanlon 
was born on Aug. 12, 1876, 
at Wells, Minn. After 
graduating from high 
school in 18090, he began 
railway service as a clerk 
with the Mason City & Fort 
Dodge Railroad, which is 
now a part of the Chicago 
Great Western System. He 
served with this company 
for several years, and then 
entered the service of the 

F. J. Hanlon Iowa Central Railroad as a 

stenographer. Subsequently 

he was appointed chief clerk to the general superintendent 

of the lowa Central Railroad, but he left the service of this 

company to become auditor of the Mason City & Clear Lake 

Railroad and was made general manager of this company 
in 1900. 

Mr. Arnold von Schrenk, general superintendent in 
charge of the Troy division of the United Traction Com- 
pany, Albany, N. Y., has been appointed general superin- 
tendent of the Albany division to succeed Mr. James F. 
Hamilton, whose appointment as general manager of the 
Schenectady Railway was noted in the Evecrric RaILway 
JournaL of May 4, 1912. Mr, von Schrenk was formerly 
general manager of the Plattsburg (N. Y.) Traction Com- 
pany. He was graduated from Columbia University, New 
York, in June, 1901, and in August, 1901, he entered the 
testing department of the General Electric Company, 
Schenectady, N. Y. He was transferred to the construction 
department of the company in July, 1903, and in July, 1905, 
became connected with the New York Central & Hudson 
River Railroad as draftsman and inspector. He was pro- 
moted to be chief draftsman in December, 1906, and to 
be assistant engineer in December, 1907, in connection with 
the electrification work of the company in New York and 
vicinity. He spent the summer of 1908 studying the lead- 
ing European railway systems and other examples of 
foreign engineering. In 1909 he entered the engineering 
department of the United Traction Company, Albany. 


Mr. Van Dusen Rickert, formerly claim, general and pur- 
chasing agent of the Eastern Pennsylvania Railways, Potts- 
ville, Pa., has been appointed assistant manager of the com- 
pany, a newly created position. Mr. Rickert was manager 
of the Edison Electric Illuminating Company, Pottsville, 
from March, 1900, until February, 1907, when he became 
general agent of the Eastern Pennsylvania Railways under 
the consolidation of the railway and light properties 
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effected by J]. G. White & Company, Inc., New York, N. Y., 
which consolidation included the Edison Company. On 
Jan. 1, 1910, the supervision of the purchasing department 
was added to Mr. Rickert’s work and on Jan. 1, IQII, he 
was also placed in charge of the claim department. Mr. 
Rickert received the degree of civil engineer from Prince- 
ton. 

Mr. J. F. Fogarty has been elected secretary of the Mil 
waukee Electric Railway & Light Company, Milwaukee. 
Wis. 

Mr. C. Nesbitt Duffy, who has been comptroller of the 
Milwaukee Electric Railway & Light Company, Milwaukee, 
Wis., has been elected a vice-president of the company. 

Mr. James Campbell, who has been president of the Mil- 
waukee Electric Railway & Light Company, Milwaukee. 
Wis.. lias been elected chairman of the board of directors 
of the company, a newly created position. 

Mr. R. B. Stearns, who has been assistant general man- 
ager in charge of the railway department of the Milwaukee 
Electric Railway & Light Company, Milwaukee, Wis., has 
been elected a vice-president of the company. 

Mr. S. B. Way, who has been assistant general manager 
of the Milwaukee Electric Railway & Light Company, Mil- 
waukec, Wis., in charge of the light and power departments, 
has been elected a vice-president of the company. 


Mr. W. C. Sharp, formerly electrical superintendent of 
the lIeastern Pennsylvania Railways, Pottsville, Pa., has 
resigned to accept the position of general superintendent 
of the Helena Light & Railway Company, Helena, Mont. 

Mr. James D. Mortimer, who has been vice-president of 
the Milwaukee Electric Railway & Light Company, Mil- 
waukee, Wis., has been elected president of the company to 
succeed Mr. James Campbell, who has been elected chair- 
man of the board of directors. 


Mr. I. G. Walborn has been appointed electrical superin- 
tendent of the Eastern Pennsylvania Railways, Pottsville, 
Pa., to succeed Mr. W. C. Sharp, who has been appointed 
general superintendent of the Helena Light & Railway 
Company, Helena, Mont. Mr. Walborn was formerly as- 
sistant electrical superintendent of the Eastern Pennsyl- 
vania Railways. 

Mr, Samuel G. McMeen, who was elected president of the 
Columbus Railway & Light Company, Columbus, Ohio, as 
noted in the Exvecrric Rairnway Journar May 4, 1012, was 
born on Nov. 28, 1864, at 
Eugene, Ind. He studied 
electrical engineering at 
Purdue University, Lafay- 
ette, Ind., and began work 
as a night operator for the 
Central Union Telephone 
Company in 1885. He was 
made assistant chief cngi- 
neer of the company in 
1893, and in 1896 he was 
appointed chief engineer, 
with headquarters in  Chi- 
cago. In t0902 he _ took 
charge of the telephone 
central office equipment 
department of the Western 
Electric Company, where 
he remained until  t1go04, 
when he became a member 
of the firm of McMeen & Miller, consulting engineers in 
general construction engineering and in telegraph, tele 
phone, electric railway and lighting work. Mr. McMeen’s 
most important single engineering work was the design and 
construction of the plant of the Bay Cities Home Telephone 
Company, San Francisco. Following the completion of this 
plant in 1910, he was made vice-president of the company 
and served in that capacity until the plant was on a suc 
cessful operating basis. In 1911 Mr. McMeen was elected 
president of the Mount Hood Railway & Power Company, 
Portland, Ore., and retains that position, but will make his 
headquarters at Columbus, Ohio. Mr. McMeen is a member 
of the American Institute of Electrical Engineers, National 
Electric Light Association, Western Society of Engineers 
and Oregon Society of Engineers. 


S. G. McMeen 
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Construction News 


Construction News Notes are classified under each head- 


ing alphabetically by States. ay a 
An asterisk (*) indicates a project not previously re- 


ported. 
RECENT INCORPORATIONS 

Alabama Farm Land Railway, Mobile, Ala.—Application 
for a charter has been made in Alabama by this company 
to build an electric railway from Mann Station, on the 
Mobile and Ohio Bay Shore division, to Dawes, Ala., in the 
western part of Mobile County. Capital stock, $2,000. 
Officers: John Vessy, Mobile, president; Allen le Veasey, 
Fort Wayne, Ind., vice-president; L. C. Irvine, Mobile, 
secretary, and William J. Veasey and Charles A. Wilding, 
Fort Wayne, Ind., directors. 

Columbus, Chattahoochee Valley & Gulf Railway, Colum- 
bus, Ga.—Chartered in Georgia to build a 180-mile steam 
or electric railway from Georgetown to Atlanta. Capital 
stock, $500,000. Incorporators: John D. Little, Atlanta; 
Josiah Flournoy. J. Johnson Williams, L. H. Chappelle, 
‘Arthur Bussey, P. J. Williams, L. F. Humber, Henry R. 
Goetchius, T. T. Miller and E. P. Owsley, all of Muscogee 
County. [E. R. J., March 16, ’12.] 

*Southern Illinois Railway & Power Company, Chicago, 
Ill.—Incorporated in Illinois to build an interurban railway 
in southern Illinois from Eldorado to Carrier Mills via 
Raleigh and Harrisburg. Capital stock, $2,500. Headquar- 
ters, Chicago. Incorporators: William Rothmann, Thomas 
G. Deering, William M. Klein, Samuel Kraus and Ralph G. 
Crandall. 

*Aurora, Mendota & Western Railway, Plano, Ill—Incor- 
porated in Illinois to build an electric railway from York- 
ville to Mendota. Capital stock, $2,500. Principal office at 
Plano. The incorporators and first board of directors are: 
George H. Simpson, Wheaton; Fred W. Simpson and C. 
S. Williams, Yorkville, and G. S. Stewart and C. A. Darnell, 
Plano. 

*Manitoba & Nelson Railway, Winnipeg, Man.—Incorpo- 
rated in Manitoba to build a railway, to be operated by 
steam or electricity, from’ Kildonan to Sturgeon Bay, 
thence to Grand Rapids, and thence northerly and easterly 
to Hudson Bay. The following are the provisional direc- 
tors: C. W. N. Kennedy, C. Volkes, Winnipeg, Man.; A. 
C. Clare. Parkdale, Man.; B. S. Benson, Selkirk, Man. 

*Lake Superior & South Dakota Railway, Superior, Wis. 
—Incorporated in Minnesota to build an electri- railway 
between Superior. Wis., and Ortonville, Minn. Capital 
stock, $100,000. W. R. Gillis, Superior, is interested. 


FRANCHISES 

*Los Angeles, Cal—The Fawkes Aerial Railway, Los 
Angeles, has asked the Council for a franchise for a railway 
in Los Angeles on Fremont Avenue from tidewater to Saw- 
tell on the east. 

San Bernardino, Cal.—The Pacific Electric Railway has 
asked the Council for a franchise from the city limits of 
San Bernardino along Rialto Avenue to the Southern Pa- 
cific station. 

San Diego, Cal—The San Diego, El Cajon & Escondido 
Railway has asked the Council for an extension of its fran- 
chise in San Diego. 

Denver, Col—The Denver City Tramway has asked the 
Aldermen for a franchise to extend its lines on Colorado 
Boulevard to Dexter Street in Denver. 

Fairfield, Conn.—The Connecticut Company has asked 
the Board of Selectmen of Fairfield for a franchise to ex- 


tend its line on Brooklawn Avenue northerly to the Strat- 
field district. 


Springfield, Ill—The Springfield & Northwestern Raul- 
way has received a franchise from the State Board of Agri- 
culture to build a line along the west side of the state fair 
grounds in Springfield. This railway will connect Spring- 
field and Petersburg, via Andrew, Cantrall, Athens and 
Mason City. Ralph N. Baker, Springfield, president. [E. 
R. ji April 2yeti2] 

_ Vincennes, Ind.—The Vincennes North & South Traction 
Company has asked for a franchise in Vincennes. 
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*Marshalltown, Ta—W. G. Dows and John A. Reed, Cedar 
pont have asked the Council for a franchise in Marshall- 
own. 


Bangor, Maine.—The Bangor Railway & Electric Com- 
pany has made an offer to the cities of Bangor and Brewer 
for a renewal of the franchise for twenty-five years, as 
provided by the Maine Legislature in granting the original 
franchise in February, 1887, to the former Bangor Street 
Railway. x 

Dearborn, Mich.—The Detroit, Jackson & Chicago Rail- 
way, Detroit, has received a franchise from the Council to 
double-track its line through Dearborn. 


Liberty, N. Y.—The Public Service Commission, Second 
District, has received an application from the Sullivan 
County Railroad for permission to construct an electric 
railway between Liberty, via White Sulphur Springs and 
Youngsville, and Jeffersonville. [E. R. J., April 20, io 

Syracuse, N. Y.—The Syracuse Rapid Transit Company 
has asked the Council for a franchise to double-track its 
lines in the Fifth Ward in Syracuse. 


Stratford, Ont.—The Stratford Street Railway has re- 
ceived a thirty-day extension of its franchise in Stratford 
in which to begin the construction of its line. Tene Roth- 
ery, Toronto, is interested. [E. R. J., Feb. seis) 


Corvallis, Ore—The Portland, Eugene & Eastern Rail- 
way, Portland, has received a thirty-year franchise from the 
Council in Corvallis. 


Scranton, Pa—The Council has been asked to grant the 
Scranton Railway a franchise to extend its Luzerne Street 
fine to the Keyser Valley section. 

Sharon, Pa.—The Mahoning & Shenango Railway & Light 
Company, New Castle, has asked the Council for a fran- 
chise to build a new line in Sharon up East State Street 
and along Stambaugh Avenue through the eastern part of 
the city. 


Spring City, Pa—The Pottstown & Reading Street Rail- 
way. Pottstown, has asked the Council for a franchise to 
extend its lines in Spring City. 

Washington, Pa—The West Penn Railways, Pittsburgh, 
will ask the Council for a franchise in Washington. 


Providence, R. 1L—The Rhode Island Company has re- 
ceived a franchise from the Council to double-track and 
extend some of its lines in Providence and also to build 
the East Side tunnel. 

Dallas, Tex.—The Dallas Street Railway has received a 
franchise from the Board of Commissioners to double-track 
on Lamar Street and to build a loop on Ross Avenue in 
Dallas. 


Fort Worth, Tex.—W. G. Newby, L. R. Scarborough and 
associates have received a franchise from the Board of 
Commissioners to build an electric railway in Fort Worth 
to extend west to the city limits. [E. R. J., April 6, ’12.] 


Salt Lake City, Utah—A. J. Evans, representing the Utah 
& Salt Lake Electric Railway, has received a fifty-year 
franchise from the County Commissioners over certain 
roads of the county south of Salt Lake City. This 7o-inile 
railway will connect Salt Lake City, Payson, Draper, Mur- 
ray, Lehi, Provo, Spanish Fork and Springville. [E. R. J., 
Angi 27,712.) 

TRACK AND ROADWAY 


Mobile West Shore Traction Company, Mobile, Ala.— 
It is reported that work has been begun by this company 
on its line between Mobile, Alabama Port, Coden, Bayou 
la Batre and Pascagoula, Miss. H. Austell, Mobile, presi- 
dent. [E. R. J., April 6 712.] 

Little Rock Railway & Electric Company, Little Rock, 
Ark.—Announcement has been made by this company that 
it will lay its wires underground and double-track the High- 
land Park line in Little Rock. 

British Columbia Electric Railway, Vancouver, B. C— 
Work will be begun at once by this company on an exten- 
sion from Main Street west on Sixteenth Avenue along the 
boundary of Point Grey in Vancouver. 

*Glendale & Verdugo Mountain Railway, Glendale, Cal.— 
Plans are being considered for the construction of an in- 
clined railway from the terminus of the Pacific Electric 
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seh} ited 
Railway at La Ramada, Casa Verdugo, to the summit of 


in ere Mountain. Lewis Ginger, Glendale, is inter- 
ested. 


Placerville, Cal.—The Smith Lumber Company, Placer- 
ville, plans to build an electric railway from Georgetown 


and Placerville to Lake Tahoe and may extend it into 
Nevada. 


Tidewater & Southern Railroad, Stockton, Cal.—Plans 
are being made by this company to extend its Stockton- 
Modesto branch from Modesto to Oakdale. 


*Suwanee Sulphur Springs Company, Live Oak, Fla.— 
Arrangements have been completed by this company with 
the Guaranty Trust & Savings Bank, Live Oak, for the 
issue of $50,000 first mortgage bonds for this company to 
build an 8-mile electric railway from Live Oak to Suwanee 
Sulphur Springs. B. W. Helverton, Live Oak, president. 


__ Waycross Street & Suburban Railway, Waycross, Ga.— 
L his company has completed and will soon place in opera- 
tion its 4-mile electric railway in Waycross. George W. 
Deen, Waycross, president. [E. R. J., Jan. 20, ’12.] 

La Salle County Electric Railroad, Chicago, Ill.—Stock 
is being subscribed by the community between Ottawa and 
Mendota in order to begin work soon on the first 16 miles 
to Triumph of this electric railway, which will connect 
Mendota, Troy, Ophir, Freedom, Wallace, Prairie Center, 
Triumph and Ottawa. The company has received a fran- 
chise from the Council in Ottawa. G. H. Dodge, Chicago, 
président.) [HRY i. van, ms) 125) 

Rochelle, Oregon & DeKalb Electric Railway, Chicago, 
Ill—This company will soon build its lines from Rochelle 
to Stone Ridge, from Rochelle to Creston and from 
Rochelle to Paine’s Point. J. J. Burns, Chicago, purchas- 
ingeagent. [E. R. J5 April 13; 712)] 

People’s Traction Company, Galesburg, Ill.—Work has 
been begun to connect this railway with the Rock Island 
Southern Railroad and the lines of the Santa Fe Railroad 
in Galesburg. 

Gary & Southern Traction Company, Crown Point, Ind. 
—Construction will be begun at once by this company on 
the last section of its line between Crown Point and Gary. 

South Bend & Logansport Traction Company, South 
Bend, Ind.—Bids will soon be asked by this company to 
build its line between Rochester and Logansport. 

Vincennes, North & South Traction Company, Vincennes, 
Ind.—Contracts will soon be awarded by this company for 
the construction of its line between Patoka and Sullivan, 
via Vincennes. B. M. Willoughby, Vincennes, president. 
ie eRe eo eptyer ren] 

Tri-City Railway & Light Company, Davenport, Ia— 
Work has been begun by this company on its Long View 
extension in Rock Island. This is the first of many im- 
provements to be made by this company in Rock Island 
during the summer. 

Kentucky Central Electric Railway, Frankfort, Ky.—Final 
arrangements are being made by this company to begin the 
construction of its line between Glasgow and Hodgenville. 
It will be built by the Indianapolis Construction Company. 
[E. R. J., May 4, ’12.] 

Louisville (Ky.) Railway.—This company has been asked 
to extend its Eighteenth Street line 3 miles out the Cane 
Run road. 

Portland, Gray & Lewiston Railroad, Portland, Maine.— 
Work is to be resumed soon on this line between Portland 
and Lewiston. It will connect Auburn, Portland, Lewiston 
and Deering Junction, a distance of 30 miles. 

Springfield (Mass.) Street Railway.—During the next 
few weeks this company will award contracts to build about 
3 miles of extensions to present track in Springfield and 
vicinity, but if the merger bill now before the Massachusetts 
Legislature is enacted a considerable addition will be made 
to the above. 

Worcester (Mass.) Consolidated Street Railway.—Dur- 
ing the next few weeks this company will award contracts 
to build about 2 miles of extension to present track in 
Worcester and vicinity, but if the merger bill now before 
the Massachusetts Legislature is enacted a considerable 
addition will be made to the above. 
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Marquette County Gas & Electric Company, Ishpeming, 
Mich. Work has been begun on this company's line in 
Marquette by the L. E. Myers Construction Company. 


Michigan United Railways, Lansing, Mich.—Orders have 
been placed by this company for rails and ties for the re- 
construction of several of its lines in Lansing during the 
summer. 

Metropolitan Street Railway, Kansas City, Mo.—Plans 
are being made for the construction of a line to connect the 
Marlborough and Dodson Street lines in Kansas City. The 
plans call for the extension of the Marlborough line from 
its prescnt terminus at Eightieth Street south to the Dodson 
line. 

Billings (Mont.) Traction Company.—Work will soon 
be begun by this company on an extension to the depot 
and to the sugar factory in Billings. [E. R. J., June 3, ’12.] 


Roundup (Mont.) Interurban Railway.—At a _ recent 
meeting of the promoters of the proposed electric railway 
from Roundup to Klein it was decided to incorporate a 
company with a capitalization of $100,000 to construct the 
line. A franchise has been obtained from the county. The 
following were elected temporary directors: M. M. Klein, 
J. W. Newton, August Schrump, F. M. Wall, Charles 
Brookman, E. E. Condon and M. R. Swanson, all of Round- 
(py, (Ma, IR Ne, Mileieteln 2253, “a | 


Rochester, Syracuse & Eastern Railway, Rochester, N. Y. 
—This company plans to build a branch north from Clyde 
to Rose, North Rose, Wolcott, Red Creek, Fair Haven, 
Sterling, Sterling Valley, Southwest Oswego, Fruit Valley, 
Beach Oswego and Oswego. 

Durham (N. C.) Traction Company.—During the next few 
months this company will complete its 1-mile extension 
from Durham to the Country Club. 

North Carolina Public Service Company, Salisbury, N. C. 
—During the next few months this company will award 
contracts to rebuild 4 miles of new track. 


North Randall Railway, Cleveland, Ohio.—This company 
has awarded the contract for the construction of 3% miles 
of its line to H. A. Watterson & Son, Cleveland. This 
branch will extend from Corlett to Randall. 

Springfield & Xenia Railway, Springfield, Ohio.—Surveys 
have been completed by this company for a 15-mile exten- 
sion from Yellow Springs to Dayton. 


Toledo, Ann Arbor & Jackson Railway, Toledo, Ohio.— 
The ballasting of the 17 miles of rails laid on this line sey- 
eral years ago between Toledo and Petersburg has been be- 
gun. Itis the intention of the company, which came into pos- 
session of this property some months ago, to complete this 
stretch of track and put it into operation as soon as pos- 
sible. About 7 miles of poles have been set up, but no wire 
has been stretched. George E. Fisher, Detroit, is in charge 
of the construction work. 


London & Lake Erie Traction Company, London, Ont.— 
This company has been asked to consider plans to extend 
its tracks to Delaware. 

*Portland, Ore.—Arrangements have been made to build 
a branch electric railway from Sandy Boulevard and East 
Forty-fourth Street via Tillamook Street to East Eighty- 
second Street, a distance of 1% miles, and the promoters 
plan to have the Portland Railway, Light & Power Company 
build the line and operate it. 

Tarentum, Brackenridge & Butler Railway, Tarentum, 
Pa.—This company’s 4-mile electric railway between Taren- 
tum and Birdville is nearly completed and it is expected to 
place it in operation by July 15. It will be extended to 
Butler. McKinstry Griffith, Brackenridge, president. [E. 
ep itily 20;./12. | 

Philadelphia & Western Railway, Upper Darby, Pa.— 
Work is being done by this company on its extension from 
its main line near Wayne to Bridgeport, a distance of about 
7 miles. 

Rhode Island Company, Providence, R. I.—Work has 
been begun by this company double-tracking its line on 
North Broadway in Providence. 


; Aberdeen (S. D.) Street Railway.—Work on the regrad- 
ing and ballasting of the track from the company’s car- 
house to Wylie Park in Aberdeen has been begun. The 
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company plans other improvements to its lines during the 


summer. 

Sioux Falls & Southern Minnesota Traction Company, 
Pierre, S. D.—It is reported that this company will award 
contracts before or about June 1 for the construction of its 
line between Albert Lea and Worthington, Minn., and 
Sioux Falls, S. D. G. E. Doyle, East Chain, is interested. 
[HE Roe Marchesomaizay 

Sioux Falls (S. D.) Traction Company.—This company 
will build soon an extension to Sherman Park, Sioux City. 

Dallas & Western Interurban Railway, Dallas, Tex.— 
Plans are being made to begin soon the construction of 
this company’s line both east and west from Dallasiae lt 
will connect Dallas, Terrell and Tyler. E. P. Turner, Dal- 
las, is interested. [E. R. J.; May 4, ’12.] 

Richmond & Henrico Railway, Richmond, Va.—Several 
extensions will be built in the near future by this company 
in Richmond. The Fulton branch will be extended to 
Montrose Heights. A new line will be built on Thirty- 
eighth street to Oakwood. It is also planned to extend the 
lines from Broad and Eleventh Street to South Richmond 
and probably Swansboro. A loop will also be constructed 
through the Stuart Avenue section. 

Edmond (Wash.) Electric Company.—It is reported that 
this company has begun the construction of its 4-mile line 
between Edmond and Seattle Heights. John Appleton, 
Seattle, president. [E. R. J., Dec. 13, ’11.] ; 

Seattle, Kenwood & Lake Forest Railroad, Seattle, Wash. 
—This company advises that construction has been begun 
on its railway to connect Seattle, Kenwood, Lake Forest, 
Kenmore, Bothell and Woodenville; also to some point on 
the Snohomish River. About 10 miles will be constructed 
this spring. The company will operate two gasoline motor 
cars at first. The repair shops will be located at Kenwood. 
Capital stock authorized, $400,000; capital stock issued, 
$400,000. Officers: Clyde C. Chittenden, Seattle, president; 
Homer L. Hillman, Seattle, vice-president; Ralph G. Chit- 
tenden, 509 Olympic Place, Seattle, secretary and general 
manager; Karl Herbert, Seattle, treasurer, and Reelze, 
Story & Duffey, Northern Bank Building, Seattle, chief en- 
gineers. Headquarters: Corless & Kilborn Street, Seattle. 
[B. Ro j.* May 4; “3 

*Caretta, W. Va.—George L. Carter, Bluefield, is prepar- 
ing plans to build a 5-mile electric railway between Cola- 
wood and Caretta. A contract for current to operate the 
line has been made with the Appalachian Power Company, 
Bluefield. 

SHOPS AND BUILDINGS 


Kokomo, Frankfort & Terre Haute Traction Company, 
Kokomo, Ind.—Work has been begun by this company on 
its new interurban depot at Frankfort. The structure will 
be two stories in height. 

Tri-City Railway, Davenport, Ia—This company plans to 
build a new carhouse on Fifth Avenue in Rock Island dur- 
ing the summer. 


Louisville (Ky.) Railway.—This company has announced 
that following the completion of its carhouse at Twenty- 
ninth Street and Broadway work on the construction of new 
repair shops at that point will be begun. All of the shops 
will be located there, those in use at present being aban- 
doned. The carhouse which is now being erected will have 
a capacity of nearly 100 cars. Work on the repair shops, 
which will require the installation of a considerable amount 
of additional equipment, will begin in the summer and they 
will be ready for occupancy before the end of the year. 

Springfield (Mass.) Street Railway.—This company has 
purchased a large tract of land in West Springfield on 
which, it is reported, repair shops will be erected. 

Worcester (Mass.) Consolidated Street Railway.—During 
the next few weeks this company will award contracts to 
build a new express station at Worcester, 

Federal Light & Traction Company, New Works) Nese 
This company expects to build a new carhouse at Spring- 
field, Mo., and another at Trinidad, Col. All material has 
been purchased. 


Durham (N. C.) Traction Company.—During the next six 


months this company will build an addition to its carhouse 
to accommodate two additional pits. 
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North Carolina Public Service Company, Salisbury, N. C. 
—During the next few months this company will award 
contracts to build a new carhouse in Salisbury. The struc- 
ture will be 70 ft. x 130 ft. 


Cape Breton Electric Company, Ltd., Sydney, N. S.— 
During the next two months this company will award con- 
tracts to build a new storage carhouse for its Glace Bay 
division, to be situated at Dominion. 


Mansfield Railway, Light & Power Company, Mansfield, 
Ohio,—This company has purchased a site of land in Shelby 
upon which it will build a new waiting station. The struc- 
ture will probably be 4o ft. x 60 ft. and will be built of 
cement. a 

Bartlesville (Okla.) Interurban Railway.—During the 
next few months this company will award contracts to build 
a new carhouse in Bartlesville. 


Sarnia (Ont.) Street Railway.—During the next two 
months this company will award contracts to build a new 
machine shop and carhouse in Sarnia. The estimated cost 
is $10,000. 

Oregon Electric Railway, Portland, Ore.—Plans are being 
made by this company to construct new depots in Eugene. 
The new freight depot occupies a space 34 ft. x 110 ft. and is 
nearly completed. 

Tarentum, Brackenridge & Butler Railway, Tarentum, 
Pa.—This company has awarded a contract for the con- 
struction of its new carhouse on the Freeport Road to 
James Cravatt, Tarentum. [E. R. J., July 20, ’11.] 


Dallas (Tex.) Electric Corporation —Work will soon be 
begun by this company on improvements at its carhouse 
on Peak and Elm Streets, Dallas. The work will consist 
of extending the train sheds 60 ft. In addition to the new 
sheds the present offices and trainmen’s rooms will be 
moved to a temporary wooden building pending the con- 
struction of a new building 180 ft. x 150 ft. on the north side 
»f Elm Street. 


POWER HOUSES AND SUBSTATIONS 


Aurora, Elgin & Chicago Railroad, Chicago, Ill—This 
company has placed an order for one 300-kw frequency 
changer set, one 450-kw, 26,400-volt transformer and switch- 
board for its Wheaton power house with the General Elec- 
tric Company. 

Rochelle, Oregon & DeKalb Electric Railway, Chicago, 
Il.—This company plans to build a power house at 
Rochelle. 

Manhattan City & Interurban Railway, Manhattan, Kan.— 
This company has ordered one 200-kw railway generator 
from the General Electric Company. 

Kentucky Traction & Terminal Company, Lexington, 
Ky.—This company has purchased a three-acre site in 
Nicholasville on which to build a new substation. 

Louisville & Interurban Railway, Louisville, Ky.— Work 
will be begun at once by this company on its new power 
plant at Twentieth and High Streets, in Louisville. The 
contract for the foundation, water intakes and d charges 
has been awarded to the Henry Bicke! Company, Louis- 
ville. ‘ ; 

Bangor Railway & Light Company, Bangor, Maine.— 
This company expects to build a new dam at Gilman’s 
Falls in the near future. 

Worcester (Mass.) Consolidated Electric Railway.—T his 
company has ordered one 300-kw rotary converter, 45-kva 
reactive coil and switchboard from the General Electric 
Company. 

Rochester Railway & Light Company, Rochester, N. ner 
This company has ordered one 1500-kw rotary converter, 
three 500-kva, 6350-11,000-volt transformers and switchboard 
from the General Electric Company. 

Portland Railway, Light & Power Company, Portland, 
Ore—This company has awarded a contract for a new 
transforming apparatus in its stations consisting of six 
750-kva, 11,000-2400-volt units from the General Electric 
Company. 

Dallas (Tex.) Southern Traction Company.—This com- 
pany has ordered four 350-kva, 33,000-volt transformers 
irom the General Electric Company. 
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Manufactures and Supplies 


ROLLING STOCK 


Wilkes-Barre (Pa.) Railway has ordered one work car 
from The J. G. Brill Company. 


Longview (Tex.) Street Railway expects to purchase one 
new and one second-hand one-man-operated car. 

Saginaw-Bay City Railway, Saginaw, Mich., has ordered 
one ten-bench open car from the G. C. Kuhlman Car 
Company, 

; New Jersey Rapid Transit Company, Sea Isle City, N. J., 
is in the market for four single-truck summer cars with 
a seating capacity of forty passengers. 

Chicago (Ill.) City Railway has ordered 125 34-ft. 134-in. 
near-side car bodies and 250 Brill 39-E trucks without 
wheels from The J. G. Brill Company. 

Portland, Gray & Lewiston Railroad, Lewiston, Maine, 
has ordered two car bodies mounted on Brill 27-M.C.B. 
2-X trucks from the Western Manufacturing Company, 


Rhode Island Company, Providence, R. I., will purchase 
thirty-five pay-as-you-enter cars through H. A. Fabian, 
manager of purchases and supplies, South Terminal, 
Boston. The details for this equipment are now under 
consideration. 


Peoria (Ill.) Railway will rebuild nine double-truck cars 
for pay-as-you-enter operation. Four new single-truck pay- 
as-you-enter cars, including equipment, have been pur- 
chased. Twenty 20-ft. single-truck cars will be rebuilt into 
pay-as-you-enter or pay-within type and electric heaters and 
other conveniences will be installed. 


TRADE NOTES 


Automatic Ventilator Company, New York, N. Y., has 
moved its New York office to 2 Rector Street. 

Linde Air Products Company, Buffalo, N. Y., has moved 
its New York office from 30 Church Street to 79 Wall 
Street. 

H. McL. Harding, New York, N. Y., consulting engineer, 
has moved his offices to the Whitehall Building, 17 Battery 
Place, New York. 

Scullin-Gallagher Iron & Steel Company, St. Louis, Mo., 
has moved its New York office from 1 Wall Street to 2048- 
2050 Grand Central Terminal. 

Gulick-Henderson Company, Pittsburgh, Pa., has moved 
its general offices, laboratories and test rooms in Pitts- 
burgh to 525-529 Third Avenue. 

Hildreth & Company, New York, N. Y., consulting and 
inspecting engineers, have moved their main office from 
the Whitehall Building, New York, to the Mills Building, 
15 Broad Street. 

Kennicott Company, Chicago Heights, IIl., is erecting as 
an addition to its car shops a brick building, 70 ft. x 323 ft. 
in area, and is installing two new electric traveling cranes, 
orders for which were placed recently. 

McKeen Motor Car Company, Omaha, Neb., has ap- 
pointed Edward E. Wright manager of the central sales 
district of the company with headquarters in the Marquette 
Building, 140 South Dearborn Street, Chicago. 

Western Electric Company, New York, N. Y., has re- 
ceived an order from the Birmingham & Southeastern Rail- 
way for telephone train-dispatching equipment to be in- 
stalled between Union Springs and Eclectic, Ala., a dis- 
tance of 46 miles. 

Pennsylvania Steel Comp-ny, Philadelphia, Pa., reports 
net earnings, after allowing for depreciation of plants and 
equipment for the year ended Dec. 31, IQII, as $829,718. 
This was $609,538 less than the preferred dividend require- 
ments, which were $1,439,256. An adjustment of mis- 
cellaneous accounts of the previous year called for $40,737 
more, so that the accumulated surplus of the company was 
reduced from $5,360,900 to $4,710,716 at the close of the 
year. In I910 the company earned, after depreciation 
charges, $1,412,203, which was $58,581 over preferred 
dividends; in 1909 the earnings were $2,038,045, making a 
surplus of $883,045 over preferred dividends. 
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General Electric Company, Schenectady, N. Y., has 
elected I. S. Keeler, assistant secretary of the company, 
a director to succeed the late T. Jefferson Coolidge, Jr. The 
company announces that Clarence Bailey, formerly with the 
signal department of the Illinois Central Railroad in Chicago, 
has become connected with its signal accessory depart- 
ment. Mr. Bailey was graduated from Armour Institute 
in electrical engineering in roro. His first employment in 
signaling was in 1908, on the Atchison, Topeka & Santa Fé 
Railroad. In 1910 he went to the signal department of 
the Illinois Central Railroad. In his new work he will 
be associated with Harold Ferguson in adapting General 
Electric apparatus to the needs of railroad signal de- 
partments. The General Electric Company has received 
orders for car equipment fom the following companies: 
Gary & Interurban Street Railway, Gary, Ind., four GE-8o0 
4o-hp four-motor car equipments and four straight air 
brake equipments with CP-27 compressors; Nashville 
(Tenn.) Interurban Railway, one GE-57 50-hp four-motor 
car equipment; Missoula (Mont.) Street Railway, one 
GE-219 50-hp four-motor car equipment; Virginia Railway 
& Power Company, Richmond, Va., eleven straight air 
brake equipments; Toledo Railway & Light Company, To- 
ledo, Ohio, twenty straight air brake equipments with CP-27 
compressors; Springfield (Ill.) Consolidated Railway, seven 
GE-219 50-hp two-motor car equipments; Cincinnati, Mil- 
ford & Loveland Traction Company, Cincinnati, Ohio, two 
GE-210 70-hp four-motor car equipments; Portland Railway, 
Light & Power Company, Portland, Ore., eight GE-210 
zo-hp, form E motors; Public Service Railway, Newark, 
N. J., eighty-nine emergency straight air brake equipments 
with CP-27 air compressors and sixty-eight H-35 G motor 
car controllers; Tri-City Railway, Davenport, la., twenty 
straight air brake equipments with CP-27 compressors; 
Grand Rapids, Holland & Chicago Railway, Grand Rapids, 
Mich., three GE-214 75-hp four-motor car equipments; 
United Railways & Electric Company, Baltimore, Md., 
sixty GE-246 4o-hp four-motor car equipments with K-35 
controllers. The Pennsylvania Railroad has ordered 118 
sectionalizing outfits and the same number of circuit indi- 
cating devices from the General Electric Company for 
installation at Beacon Hill and Severn, Md. 


The J. G. Brill Company, Philadelphia, Pa., at a meeting 
of the directors on May 7, 1912, elected Samuel M. Cur- 
wen president to succeed James Rawle, who died on May 1. 
Mr. Curwen entered the 
employ of the Brill com- 
pany as an apprentice in 
1879 and, after completing 
his course in the shops, was 
detailed as a draftsman and 
rose to be head of the 
drafting department. In 
1891 he became a general 
salesman under John A. 
Brill, who was vice-presi- 
dent and sales manager at 
that time, and was later 
made assistant general 
manager to George Martin 
Brill, the president and 
general manager. In 10903 
the president relinquished 
the duties of general man- 
ager and Mr. Curwen was 
elected to fill the office. 
He was also made second 
vice-president and, on the 
death of John A. Brill in 
1908, succeeded him as first 
vice-president. Mr. Curwen is also a director and member 
of the executive committee. He took a prominent part in 
the reincorporation of the company in 1907, when additional 
large interests were acquired and placed under one general 
management. His thorough knowledge of the details re- 
lating to the manufacture of cars and trucks and their 
equipment, together with his familiarity with practical oper- 
ating conditions, has enabled him to produce many of the 
patents owned by the company. Mr. Curwen is also presi- 
dent of the American Car Company, G. C. Kuhlman Car 
Company, Wason Manufacturing Company, and vice-presi- 


S. M. Curwen 
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dent of the John Stephenson Company, subsidiary plants 
of The J. G. Brill Company. 

Edward Brill was elected vice-president of The J. G. 
Brill Company at a meeting of the directors held on May 7. 
Mr. Brill is the third and only remaining son of John 
George Brill, who with his 
eldest son, George Martin 
Brill, founded the business 
in 1868. He has been iden- 
tified with the business for 
thirty-two years, first as 
time-keeper and working 
up through the various de- 
partments for the first ten 
years. In 1888 he became 
head of the lumber depart- 
ment and continued in this 
important office till 1906, 
when he was elected treas- 
urer. He has since been in 
charge of the financial 
affairs of the company, as- 
sisted by Edward P. Rawle, 
the assistant treasurer. Mr. 
Brill possesses in a large 
degree the initiative and 
energy which characterized 
his father and _ brothers. 
He is a director and mem- 
ber of the executive com- 
mittee as well as treasurer 
of The J. G. Brill Company, and treasurer and a director of 
the John Stephenson Company, Elizabeth, N. J., and Ameri- 
can Car Company, St. Louis, Mo. He is also assistant 
treasurer and a director of the Wason Manufacturing Com- 
pany, Springfield, Mass., and a director of the G. C. Kuhl- 
man Car Company, Cleveland, Ohio, which are subsiliary 
companies of The J. G. Brill Company. 


Edward Brill 


ADVERTISING LITERATURE 


Keyes Products Company, New York, N. Y., has issued 
a booklet which contains a description of Nevasplit panels. 

Nachod Signal Company, Philadelphia, Pa., has reprinted 

for distribution an article in the Signal Engineer for March, 
describing fully its new type M D signal. 
. Automatic Ventilator Company, New York, N. Y., has 
issued a booklet entitled “What Car Ventilation Costs,” 
in which the automatic ventilator is briefly described and 
illustrated. 

Pyrene Company, Dayton, Ohio, is mailing a folder in 
which attention is called to a demonstration with the Pyrene 
extinguisher for the United Railways Electric Company 
Baltimore, Md. 
_National Tube Company, Pittsburgh, Pa., has issued a 
circular in which the merits of Kewanee unions are de- 
scribed. The N. T. C. Bulletin for April describes several 
tests of Kewanee unions. 

Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has issued Leaflet No. 2458, which fully de- 
scribes and illustrates Westinghouse Type T direct-current 
turbo-generator, consisting of a Westinghouse steam tur- 
bine direct-connected to and mounted on a common base 
with a direct-current generator. A full description of the 
various characteristics and construction details of the tur- 
bine is given, and numerous views of the component parts 
of the various elements, the complete machines and _ in- 
stallations are shown. 


The J. G. Brill Company, Philadelphia, Pa., prints in the 
April issue of the Brill Magazine an illustrated biography 
o' J. C. Hutchins, president of the Detroit United Rails 
Among the feature articles are the following: “Conditions 
\\ hich Govern the Type of Car for City Service, Newark 
N. J.” “Cars for the Detroit United Railway,” Trailer 
Cars for the Sand Springs Interurban Railway Tulsa 
Okla.” “Open Trailer Cars for Emporia, Kan. my “Inter- 
urban Cars for Hudson Valley Railway,” The publiewee 
also describes and illustrates the new center-entrance car 


built by the company for the Washington Railway & Elec- 
tric Company. : : 


